_ Volume 60 


HAROLD V. BOZELL 
 oeeatape Editor - 
HENRY H. NORRIS 

Engineering Editor 
Cc. W. SQUIER 
Associate Editor 

CARL W. ee 
Associate Edit 
DONALD F, mind 
“hago Western Editor 

R. E. PLIMPTON 

Editorial EE) 


ELECTRIC RAILWAY 
JOURNAL 


Consolidation of Street Railway Journal and Electric Railway Review 
HENRY W. BLAKE, Editor 


HARRY L. BROWN 
Managing Editor 
N. A. BOWERS 
ee ae Editor 
.S. WLTON 
New Enelond Editor 
ce J, MAOMURRAY 
News Hditor 
PAUL WOOTON 
Washington Representative 
ALEXANDER McCALLUM 
British News Representative 


ia3) 


New York, Saturday, August 5, 1922 


Number 6 


The Traffic Leak 
via Telephone 


T DIVERS times this paper has had something to 
say with regard to the connection between the tele- 
phone and the street railway; how increased use of 
the former often follows decreased use of the latter. 


One interesting way in which this relationship came 


to light in a certain community was in the change of 
policy by a large “cash and carry” grocery. 

This grocery had built up its business to a volume 
that had its old-time delivery rivals thoroughly fright- 


ened. This had occurred during a period when fares 


were low and traffic at its maximum. The store was 
located in the downtown area, so that most patrons had 
to make use of the street cars. When the fares were 
almost doubled, however, there was a sharp falling off 


in this personal, take-it-home shopping. It was not the 


prices that were at fault, but the public’s sudden 
awakening to the fact that carfare really existed and 


| was now an item to be taken into consideration. 


What did the merchant do about this situation? Per- 
haps he spent a few minutes in cussing out the street 
railway, which had followed the upward swing of prices 
long after the groceries of the town. Or perhaps he 
didn’t cuss. At any rate, he was a practical philoso- 
pher and reasoned that if people would no longer come 


to him, he would have to go to them. So he installed 


a battery of telephones and uttered the old “Cash and 
Carry” slogan in whispers only.” His clerks now sell 
by telephone. Unlike the street car, the telephone 
doesn’t help to carry the goods home. The street rail- 


| way is out the fare, and doubtless the customers and 
the grocer must share between them the increased cost 


of doing business via telephone instead of street railway. 

Of course, this is only one of the many ways in 
which the telephone acts as an apparently cheaper sub- 
stitute for the street car. The word “apparently” is 
used because personal shopping or face-to-face dis- 
cussion is in the long run the most satisfactory for all 


concerned. Here is a most effective argument for the 
- increase in car riders and one that at the same time 
- will meet with the hearty indorsement of every mer- 


chant in town. 


Paris Now Has a 
Super-Power Plant 
URING the past few years a number of great 
power plants have been put into commission, 
notably in this country, for the purpose of cutting the 


f cost of producing a kilowatt-hour of electrical energy. 
_ They might properly be termed “super-power plants” 
_ by virtue of their size as compared with the usual 
plant. 
this country with ratings of 150,000 kw. or more and 


There are now several coal-burning plants in 


_ they are producing a kilowatt-hour from less than two 
_ pounds of good coal, corresponding to, say, from 20,000 


* to 5,000 B.t.u. in the coal per energy unit turned out. 


The latest competitor for honors in this field is the 
Gennevilliers power plant of the Union d’Electricité, 
located in the suburbs of Paris. It is now approaching 
completion. No operating results are as yet available, 
but from the guaranteed steam consumption of the 
turbines, less than 9.5 lb. per kilowatt-hour at the best 
load, there is no doubt that the fuel consumption will 
be very low. It may well break the record in this par- 
ticular; only time can tell. Such scrupulous care has 
been taken to utilize the possibilities of what the late 
Robert H. Thurston called “the power and potency of 
high-pressure steam” that it would be a disappointment 
to power plant engineers everywhere if the results at 
Gennevilliers should prove disappointing. 

What are some of the ways in which, in this case, 
more than usual of the available heat in the steam 
has been tempted to transform itself into mechanical 
energy? In the first place the high throttle pressure of 
313 lb. gage with 280 deg. F. superheat was adopted. 
Thus the steam temperature is above 700 deg., which 
in itself insures a low fuel consumption. Then flue 
gas, generator and other losses are ‘trapped and re- 
turned to the feed water and the air for the furnaces 
is preheated by the flue gases. Every possible provision 
is made to preserve perfect heat balance in the plant. 

Recent giant power plants have been designed with 
such skill that no sensational results can be expected 
in the latest one. Locally it will prove astonishing to 
those who have not kept pace with the latest develop- 
ments, for it will cut down energy costs tremendously. 
In addition it will play an important part in trans- 
portation in the Paris vicinity and will ultimately form 
a part of a super-power system now being developed 
in sections by the great steam railroads of France. 


More to Be Pitied 
than Censured 


EVERAL papers in New York City are disposed to 

be over-critical of the railway in commenting on the 
recent power accident which compelled a suspension of 
service during the rush hour on the Brooklyn Rapid 
Transit on July 25. In view of two or three interrup- 
tions to service recently on the transit lines in New 
York the easiest thing to do is of course to blame the 
companies. The facts are, however, that both the Inter- 
borough subway short circuit of July 6 and the B.R.T. 
power house accident were untoward incidents of opera- 
tion ever potentially present but seldom actually occur- 
ring. So far as the Interborough is concerned the com- 
pany has been exonerated -by the transit commission in 
that it has been found that the deadly fumes from which 
passengers suffered were generated from the burning 
insulation, copper, paint and other substances, and that 
no hazard was present to passengers because the com- 
pany had not exhausted its resources in the search for 
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some other means than that which is used for preventing 
fire in its cars. In the Brooklyn case a fire following a 
short circuit. in an oil switch in the main generating 
station had to be fought with water because the flames 
spread to nearby apparatus. In suppressing the fire 
enough of the water leaked through the floors to neces- 
sitate the shutting down of the generators. 

The Brooklyn accident should be remembered, if at 
all, for the excellent and prompt way in which the com- 
pany reassured passengers in its stalled cars and trains 
and for the expediency with which service was resumed. 

The transit companies are just as anxious to render 
travel on their lines safe as is the public in desiring to 
be safe or as are the public officials in seeking to make 
travel safe. A moment’s serious reflection ought to be 
enough to prove this to be true. But even a moment’s 
serious reflection is too much for politicians with axes 
to grind. In both the Brooklyn Rapid Transit and the 
Interborough cases there was a combination of circum- 
stances extreme in their degree of probability of recur- 
rence. If anything both accidents serve to illustrate 
how greatly attenuated and refined are the elements 
which tie together the transportation arteries of any 
metropolitan transportation system and how unerring 
they usually are in functioning day in and day out. 


Co-operation with Municipal Engineers 
on Track Problems Is Essential 


HE subject of tracks in paved streets is one of 

the most important now, as ever, before electric 
railway engineers for study. Its status was clearly 
outlined in the paper read before the Engineers’ Club 
of Philadelphia some months ago by E. J. Mellraith, 
of the Philadelphia Rapid Transit Company. Mr. Mc- 
Ilraith’s analysis was abstracted in the issue of this 
paper for July 29. The following comments are in- 
tended to reinforce his statement of the situation: 

The problems which require solution in this connec- 
tion are numerous and pressing. The very fact that 
electric railway engineers have not settled upon one, 
two or even three general types or standards to be 
adhered to in surface-track construction indicates the 
difficulty which lies in the path of such an action. 
Municipal engineers have sometimes criticized railway 
engineers because more has not been done in this 
direction. They have not fully understood the nature of 
the situation, which is three-fold: 

First, there is the limited knowledge of the nature 
and bearing power of soils in streets at the sub-grade 
level, for neither the municipal nor the railway engi- 
neer has made much of a study of sub-soils. Until more 
is known about the stability of these soils and the need 
for drainage, there will be considerable hesitancy in 
the setting up of any ‘standards of construction which 
can be applied to a large extent all over the country. 
Here seems to be an opportunity for an extended and 
careful study of soils, involving samples taken from 
numerous and widely separated locations. These sam- 
ples might be analyzed at Washington. Tests of the 
various soils for ability to retain or discharge moisture 
must be made and further tests are desired with respect 
to the action of these soils under varying loads and 
temperatures. In the tests the soils should be confined 
as they are in the streets, but slightly below the surface 
at the bearing level or subgrade. 

Second, there is the general division of engineers 
into two camps on the relative merits of the solid 


concrete, or rigid type of construction as compared with 
the resilient or ordinary stone ballast construction for 
tracks. Municipal engineers seem to recognize this 
important factor in their proposed specifications for 
track construction, which describe not only the two 
foregoing types but also the concrete-slab sub-ballast 
type of construction which is having some vogue. 

Third, the question of what constitutes a proper or 
efficient type of pavement for a track has never been 
fully settled. There is no doubt, however, that several 
distinct types of pavements can successfully be in- 
stalled and maintained in street railway tracks, pro- 
vided they are carefully selected to suit the tracks and 
with due regard to vehicular traffic. : 

It must be admitted that many good track pavements 
have been disrupted by inadequate track construction. 
Frequently an attempt unduly to prolong the life of - 
a track has led to trouble along these lines. Again, 
municipalities have sometimes forced the railways to 
install inappropriate types of pavements in tracks, and 
have, nevertheless, afterwards blamed the railways for 
their early failure. The impression that some municipal 
engineers seem to have to the effect that tracks cannot 
be properly paved is erroneous, because there are many 
miles of well-paved tracks about the country which are 
standing up well under the most severe usage. 

The attempt to limit or define the details of the track 
proper in such matters as joints, rail fastenings, tie 
plates, ties and similar items has little merit. It would 
be far better to make statements of the desired quali- 
ties and allow some choice in the methods which may be 
used in meeting them. Certainly no municipal engi- 
neer would attempt to set up a single kind of asphalt 
or a single kind of brick for use in pavements all over 
the country, nor would he try to tell his brethren how 
he should regulate the crowns and grades of his streets 
without first seeing the actual conditions to be met. 

Another feature of track maintenance in streets 
which involves consideration in the design of tracks is 
the constant disruption of the pavement and roadbed 
caused by openings made to accommodate sewer and 
water-main construction, to say nothing of other open- 
ings made incidental to the installation of the services 
of the various utilities such as telephone, electric light 
and gas companies. It frequently happens in the course 
of reconstruction of a set of tracks in the streets, that 
even before the work is finished the track is ripped open 
somewhere to permit the making of house connections 
or to accommodate some one of the above-mentioned 
utilities. Such openings cannot fail to harm the track 
structure, to say nothing of the pavements which are 
seldom properly restored following such openings. Dam- 
age to track pavements, which the laws require the 
railways to maintain, when caused by other than rail- 
way forces, are a source of misunderstanding. 

From the considerations outlined it is evident that a 
more thorough co-operation between municipal and rail- 
way engineers relative to track pavements is highly 
desirable to be brought about. A better mutual knowl- 
edge of the controlling factors will benefit both mu- 
nicipalities and railways. It is to be hoped that the 
Engineering Association in its joint study with the 
American Society for Municipal Improvements will be 
able to convince the latter that the subject is one which 
may require a year or two of continued conferences 
before an agreement can be reached upon the funda- 
mentals. Snap action would be most unfortunate. 
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INTERSECTION OF GEORGE AND KING STREETS, SYDNEY, WHERE A HerADWAY oF EIGHT SECONDS Is MAINTAINED 


Rolling Stock for Sydney Metropolitan Electric Service 


A Description of Some of the Street Traffic Problems Encountered in Sydney, Australia, 
and the Necessity for Using Cars of Large Carrying Capacity for Handling 
the Rush-Hour Loads—The Latest Type of Tramcar 
Construction Is Also Given 


BRIEF ARTICLE of the New South Wales Gov- 
ernment Tramways in Sydney, Australia, with 
map, was published in the ELECTRIC RAILWAY 

JOURNAL for July 6, 1918. Certain service conditions 
and details of new rolling stock now being placed in 
operation were recently given in a paper read before 
the Sydney Division of the Institution of Engineers of 
Australia by William Alexander Gordon Douglas. 
Much of the information given in this article is taken 


table results only in a dislocation of the service, despite 
the utmost efforts of the staff, and on this line it must 
be accepted that under the present system the limit of 
headway has been reached. 

Prior to the war.the number of passengers carried 
per annum per head of population had reached 362, and 
though the figure for 1920 did not nearly reach this 


TABLE I—SYDNEY CITY SERVICE, RUSH-HOUR CONDITIONS 


from that paper. The illustrations used were not a part No. of Cars 
of the paper as presented by Mr. Douglas, but are re- Wiehe Beedway 
produced with the permission of the New South Wales System Rush Hour In Seconds 
; ; George Street and King Street Crossing (four ways). . 438 8 
Government Tramways through C. F. Dewey. Elizabeth Street and King Street Crossing (four ways).. 380 9 
Sydney, like most large cities, has its congestion pitSircctonlponeway STS | 25 
George Street West, one way.........,.2....0see eee ee 200 18 


problems, and during the rush hours the tramway load 
in the city sections has. reached large proportions. The 
figures in Table I show the number of cars or’ trains on 
ordinary weekdays during the evening rush hour, which 
oceurs between 5:15 and 6:15, on certain business 
streets. 

Table II shows a number of different types of cars in 
service, how used, when placed in commission, and the 
annual mileage, based on the record during the first 
five months of 1920. : 

The average number of passengers carried per out- 
ward-bound tram in George Street during the rush hour 
is eighty-five; a considerable proportion of the units in 
question being pairs of large coupled cars. Experience 
has shown that any increase in the number of trams in 
George Street over and above the figures given in the 


level it is again rising rapidly, as is also the total 
population, showing clearly the necessity for rapid de- 
velopment of the service to anticipate the traffic 
demands. 

Table II, covering the annual mileage of each class 
of car in the service, shows the extent to which the 
larger units are used, this being particularly noticeable 
in the case of the “L” type cars, where the annual 
mileage of the single cars with fifty-five seats is only 
5,500, compared with 18,600 miles for the coupled sets, 
which seat 110 passengers. 

Special attention was given to keeping the steps of 
the “O” type car as low as was possible under the 
conditions prevailing at the time, and suitable recesses, 


TABLE II—ROLLING STOCK OF THE SYDNEY METROPOLITAN TRAMWAYS—TYPES OF CARS, DATES OF BUILDING AND ANNUAL MILEAGE 


Placed 
F ars In Com- Annual Mileage Based on First 
Types Type Seats Number How Used mission Five Months of 1920. 

Single-truck closed.............-...- (C) 22-26 51 Th iON See aoa 1897-9 2,200 
Single-truck combination. . (D) 34 16 Loo co a oe 1899 3,300 
St. Louis and Brill coupled. . (G) 49 16 WRTPRANS. Ac. Se ciele sk we eh eo 1899-1900 15,600 
Double-truck combination (L) 55 251 Mainly trains.......--..+-+++-+ 1900-02 14,200 (single, 5,500; coupled, 18,600) 
Single-truck cross-seat for trains. . =>) 4B) 45 202 Olin ak rs ce 1901-03 20,000 
Seventy-passenger...............-.- (N) 70 90 Sicit, 2p sec 1901-06 16,000 
Single-truck cross-seat single... - WJ 50 47 Biel @nd in trains. ve... 2s soar 1904-08 14,600 : 
Tourist single-truck................- ) 50 2 Bima aren i, 5 Sas sthvs ie eee 1907 17,500 (vary considerably) 
Tourist double-truck...........-..-- (M) 70 2 Shines eeepc 1907 5,500 (vary considerably) 

e-truck cross-seat combination... . (K) 50 107 Mainly coupled.........--..+-++ 1908-13 17,800 

feyepassemger. «0 ee eee (O) 80 626 Coupled and single......-..----- 1908-14 22,300 
—————————— 


New TYPE oF CAR FoR SYDNEY 


into which the wheels project, were provided in the 
floor. The wheels of the “O” type are 33 in. in diam- 
eter on the tread, but the height from the rail level to 
the under side of the floor is only 30% in., with the 
exception of the two compartments over the truck 
centers, where the corresponding dimension is 334 in. 


NrEw TYPE OF CAR 


In view of the foregoing, it was decided that the new 
standard cars, to be known as “Type P cars,’’ should 
all be motor cars of the maximum size which could be 
operated over the existing system, this decision being 
governed by the rush hour and special traffic demands, 
and not by the normal average loading. This is a con- 
firmation of the policy adopted in 1908, when it was 
first decided to build eighty-seat cars, of which 626 have 
since been put into service. All the new standard cars 
will also be fitted with automatic car, air, and electric 
couplers so that they may readily be connected up as 
two-car trains for periods of heavy traffic. 

The management realizes that these cars are too 
large and heavy for the most economical handling of 
the average normal load but it is thought it is only by 
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their use that an immediate improvement can be 
effected in the rush-hour city service, under the exist- 
ing conditions of routes, etc. Steps are being taken, 
therefore, to obtain also a limited number of small 
light-weight safety cars of the American pattern, with 
pneumatic door and step control and other automatic 
safety features. These cars will be tested on some of 
the suitable routes, and the future policy regarding the 
use of “one-man” cars for the Sydney tramways will no 
doubt largely depend .on the results obtained. 


PROVISIONS FOR COMFORT AND CONVENIENCE 
__ OF PASSENGERS 


In the “P” type of car the height of the steps has 
been reduced by 3 in., as compared with the “O” type, 
through the use of a smaller diameter of motor, but 
cross benches with protection from wind and rain by 
balanced windows. have been retained throughout the 
entire length of the car with the exception of the en- 
trance openings which are fitted with special blinds. 

The electric lighting on the “P” type car is on a more 
liberal scale than that provided on the older types; the 
lamp fittings have been partially sunk in the roof lining 
and fitted with shades which retain a greater portion 
of the light within the car and also protect the pas- 
sengers’ eyes from glare. The seat contour has been 
modified from the previous standard as the result of 
a series of tests, the contour finally adopted being one 
which was adopted by the New York Municipal Railway. 

In place of the usual hanging straps for the use of 
standing passengers, stout handrails have been pro- 
vided, running from side to side of the car, and of 
sufficient strength to give passengers ample support in 
every direction. Special attention has been given to 
the reduction of noise, and as far as possible loose parts 
have been eliminated or arranged to cushion against 
rubber stops. 

The end destination boxes have been formed in the 
car framing at the end of the roof, and these will be 
clearly visible on cars moving through crowded 
thoroughfares, whereas the older types, which were 
mounted at the waist-rail level, could not be seen by a 
person standing in a crowd while at night they were 
more or less obscured by the glare from the headlight. 
Both side and end destination boxes will bé illuminated 
at night, and the destination signs can be changed 
by operating hand wheels placed in convenient positions 
inside the car. 

The trucks have been specially designed with a view 
to securing an easy riding car, and in this respect it is 
anticipated that the results attained will be an improve- 
ment on any of the existing stock. The maximum 
amount of seating accommodation which is possible in 
a car of this size has been provided in preference to 
reducing the seating space in favor of standing room. 


THE REDUCTION OF CONSTRUCTION AND 
MAINTENANCE COSTS 


Special consideration has been given towards obtain- 
ing a design which would readily lend itself to cheap con- 
struction and maintenance, and to this end it has been 
decided to use electric welding wherever practicable, it 
being lower in first cost than other methods, while its 
use reduces the number of separate parts to such an 
extent that there are comparatively few portions which 
can develop trouble by working loose. Moreover, it 
permits of lighter construction generally owing to the 
increased areas required by rivets and bolts, 
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HALF SIDE ELEVATION AND HALF LONGITUDINAL SECTION OF TYPE “‘P’’ CAR, SYDNEY 


Regarding the decision to use electric welding it may 
be of interest to mention that early in 1918 a pair of 
trucks were manufactured by this method, and were put 
into the heaviest service available. They have been in 
continuous operation ever since, excepting for the time 
required for regulation overhauls, and have now com- 
pleted a service of over 42,000 miles. During this 
period the general operation has been entirely satis- 
factory, no weakness has developed, and with the 
exception of the usual attention to the ordinary wear- 
ing parts the maintenance costs have been nil. Electric 
welding has been very extensively used in effecting the 
tramway rolling-stock repairs during the last five years, 
as a result of which its use has now been decided upon 
for practically all work of this class. It is recognized, 
however, as a result of the experience gained, that the 
work must be specially designed to give the necessary 
flexibility for the successful use of this medium. 


Body FRAMING 


To expedite production and facilitate repairs the body 
framing has been designed in such a way that whole 
quarters can be assembled and finished at the work- 
men’s benches, after which they can be erected on the 
car as completed units. The roofs also are built on a 
suitable trestle framework which supports the work at 
the height best suited to the convenience of the car 
builders when they are standing on the workshop floor. 
When finished, the roof can be lifted into place, com- 
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plete in all respects, the cables and fittings being 
already secu ed in position. No bent woodwork is used 
in the roof framing, the whole of the special shaped 
timkers being bandsaw work. The ends of the roof are 
not shaped in the usual way, the longitudinal contour 
being straight from end to end of the car, thus avoiding 
the necessity for specially tapering and fitting the 
boards when forming the ends of the roof. The seats 
are treated on somewhat similar lines, the battens being 
fitted into cast aluminum shapes, and assembled at the 
bench. All work is being made to gage or template, 
and will be strictly interchangeable with other similar 
parts, thus greatly facilitating repairs. 

Special attention has been given to providing all 
wearing surfaces, where possible, with easily replace- 
able hardened steel liners, and an endeavor has been 
made to secure a life of wearing parts, and parts need- 
ing adjustment, which will carry the car over the 
average mileage between minor or “B” overhauls. The 
period between these overhauls is governed by the life of 
the wheel fianges, which averages 10,970 miles, and the 
axle boxes have been designed with a view to attaining 
this mileage, with a reasonable margin, without reoil- 
ing or other attention. This necessitated precautions 
being taken to keep water and dust out of the axle 
boxes, the former being a source of much trouble in 
tramway work where it is not uncommon for the water, 
picked up by the wheels in wet weather, to find its way 
into the reservoir in large quantities, as a consequence 


at | a 


™= 


Portion OF WoopWORKING SHOP AT RANDWICK—SEVERAL CARS IN COURSE OF CONSTRUCTION IN BACKGROUND 
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of which the oil floats out and dry journals result. The 
main, or “A,” overhauls take place at the end of every 
100,000 miles, although this figure is varied somewhat 
to meet the cycle of “B” overhauls, and the general con- 
dition of cars in special cases. 

A new type of curtain has been adopted, as the spring 
roller curtains previously used have been very ‘trouble- 
some and costly in maintenance, -largely due to the 
canvas shrinking or stretching according to a degree of 
moisture on it. It has been found frequently that cur- 


— tains adjusted perfectly on a fine day would not operate 


without giving trouble after getting damp. The new 
curtains, which are arranged in pairs, are constructed 
as a series of folds or pleats attached to frames, which 
operate on the same principle as roller-sliding doors. 
In this arrangement ample allowance is made for the 
shrinkage of the canvas, and when not in use the cur- 
tains automatically fold away into space provided. 

Care has been taken to avoid placing on the floor any 
unnecessary obstructions which may tend to collect 
dirt, and all fittings about the car have been left as 
plain and simple as possible to facilitate the car- 
cleaners’ work; wider floor slats have been used with a 
view to increasing their life and reducing the work of 
sweeping between them. Spaces which would tend to 
hold water or dampness have been carefully avoided 
either by sealing the space altogether or by leaving 
ample room for air currents to pass through. 


CONDITIONS AFFECTING RAPID LOADING AND UNLOADING 


The arrangement of the seats and entrances on the 
“Pp” type car is in accordance with the department’s 
standard practice, which dates back to the days of the 
original steam service. The car is divided into a num- 
ber of small compartments, each 4 ft. 84 in. wide, with 
a seat on each side extending the full width of the car, 
each seat providing accommodation for five passengers. 
Each compartment has an entrance from either side of 
the car, and this feature permits of a very rapid rate 
of loading and unloading, a continuous step being pro- 
vided from end to end on each side of the car, both 
steps always being available when the car is in service. 

This arrangement of entrances has proved most 
satisfactory during rush-hour traffic when the cars are 
being operated under minimum headway, and the length 
of stop is one of the limiting factors of the capacity of 
the service. Mr. Douglas said that no other large tram- 
way system has come to his notice where the side en- 
trance cross-seat car is generally accepted without a 
longitudinal aisle throughout the length of the car, but 
in addition to the undoubted advantages of the many 
side entrances such an arrangement offers by far the 
largest seating capacity which can be obtained in a car 
of given size, this being due to the absence of a corridor 
and the use of the whole available space for seating. 
The absence of an aisle however, has the very serious 
objection that it necessitates the conductors working 
from the footboard when collecting fares, giving them 
but little protection from the weather and from the 
general vehicular traffic. The adoption of end-entrance 
or center-entrance, in the opinion of the management, 
would reduce the frequency of service which is attained 
with the present type of car on account of the greater 
time required for loading and unloading, unless an 
entirely new type of low-step.car body, with specially 
large entrances, were introduced, which would mean 
building an entire fleet of new cars. 

Even if some means were found to carry on under 
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these conditions, the work involved in the alterations 
would be immense, as the present light construction of 
the body work depends largely for its rigidity on light 
diagonal steel stayrods which pass through each seat 
back to the main pillars of the side framing, the top 
rail of the seat backs forming the compression member. 
If these were cut the whole principle of the design 
would have to be radically altered, and the bodies would 
have to be rebuilt, in which case, as a 163-in. aisle 
would be unsatisfactory, it would probably be advisable 
to alter the roof and underframe and widen the car. A 
22-in. aisle is the minimum usually adopted, 26-in. being 
better. 

Four motors are used per car, partly for increased 
traction and partly to keep the floor low. 


PAINTING 


For several years the department has used air-drying 
enamel for painting the tramcar body work, in prefer- 
ence to the previous method of carriage painting and 
varnishing, which involved the application of no less 
than fifteen separate coats of paint and varnish, and 
required twenty-six days for application from start to 
finish, as compared with a total of six coats and ten 
days in the case of the enamel. 

The applications of air-drying enamel on new work 
are as follows: Two coats of primer; two coats of sur- 
facer; one coat of flat color; one coat of enamel. The 
car is well sandpapered after the fourth coat has 
thoroughly set, and slightly sandpapered after each 
other coat except the last. 

Experience has shown that the results obtained are 
more permanent and much cheaper than those achieved 
by the previous methods. All coats applied are of the 
same tint as the final one scratches, therefore, are less 
apparent than when different colors are used. 

The average life of the enamel is about twenty-two 
months, after which a further coat of enamel is applied 
over the old one with entirely satisfactory results, the 
only preparation required being a wet rubdown with 
horsehair and powdered pumice. 


TABLE III—DETAILED DIMENSIONS OF “P” TYPE CAR 


Length over ‘bumpers. 1.012 0%.- morse om as as spe aoe era) eee Re 
Width over running-boards 
Width over body-framing 
Width over weather rails 
Height to-top of foof.)..... ces anes Ree Oe meat al eee ae 
Height of top of trolley bridge 
Height of steps— 

Rail to step Se hoe wave ea daattetis 4 < » otecae stele ear ae 

Step to car floor 


Height of floor from rail level 

‘Wheelbase ofcar®... 00 jac. 5 Sai vie = 
Distance between pivotal centres. ..... 
Wheel base of trucks 


For the two sample cars now being built in the 
Randwick Workshops of the system, one electrical 
equipment will be supplied by the Australian General 
Electric Company and one by the Metropolitan Vickers 
Electrical Manufacturing Company. 

The Australian General Electric Company has been 
successful in securing the order for the equipments for 
for the next installment of twenty-five cars, and these 
will be of the following type: G. E.-247A motors, com- 
plete, 59-14 gear ratio, with “B” grade solid gears and 
“M” grade pinions; P. C. 5E 1 motor controllers; 
C. J. 129A master controllers; C. P. 27B air compres- 
sors; M. L. type compressor governors; S. F. 10 motor- 
man’s valves; U. S. 13D trolley bases, and all necessary 
switches, reservoirs, valves, etc. The estimated cost of 
the “P” type cars completely equipped is £3,650 each. 
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Swedish Railways Increase Use of Diesel Electrics 


Success of Small Motor Cars Leads to Introduction of 
Those With 160 and 250-Hp. Capacity—Reduction in Oper- 
ating Cost and Improved Service Among Results Achieved 


N SPARSELY populated districts and in countries 

where the railway mileage per inhabitant is high, 

so that the traffic is light, there must necessarily be 
a keen demand for light passenger equipment. This 
_ demand is being satisfied in Sweden, where the railway 
mileage per inhabitant is said to be greater than in any 
other European country, by the use of motor cars with 
Diesel engines and electric transmission to the driving 
wheels. 

The motor cars described below are anhEeoa by 
the Diesel-Elektriska Vaghn-Aktiebolaget, of Vasteras, 
Sweden. The smaller sizes, rated at 75 and 120 hp., 


from the Diesel engine, this being led through radiators 
or pipes under the seats. Electric lights are provided 
and can be connected to the trail cars. 


POWER EQUIPMENT 


The complete power installation for the motor car 
consists of the following apparatus, which is similar for 


, the different sizes: 


One Diesel engine of the four-stroke cycle type, with 
six, eight or twelve cylinders, according to the capacity. 
The size of generators and other electrical equipment is 
also increased with the engine capacity. 


EXTERIOR OF 250-Hp. RAIL CAR. 


have been in use on seven different lines, some since 
1913. Last summer some of the same lines that have 
used these smaller sizes put into operation motor cars 
of 160-hp. and 250-hp. capacity. At present four of the 
large units are in regular service on three lines in 
southwest Sweden connecting Halmstad, Smalands- 
stener and Nassj6, Helsingborg and Hessleholm, and 
other cities to the south of Gothenburg. 

The 75-hp. car is designed to carry passengers as well 
as baggage, while the larger cars have baggage com- 
partments only, the passengers being carried in trailers. 
The standard-gage 75-hp. car has two third-class com- 
partments with seating accommodations for forty-one 
passengers,. and a second-class compartment for ten 
passengers. Seats in the third-class compartments are 
of varnished pine, while those in the second-class have 
removable cushions and backs. 

Hand-operated and automatic air pressure brakes can 
be controlled from each end of the car. All cars can be 
driven from either end so that no turntable is required. 

uring the winter the car is heated by cooling water 


EXHAUST PIPE AND RADIATOR FOR COOLING WATER SHOWN ON ROOF OF CAR 


One direct-coupled, direct-current generator of the 
eight-pole type, with commutating poles. The gener- 
ator is shunt wound, but has a separate series winding, 
the latter being connected to the circuit only when the 
generator is driven from the storage battery in starting. 
The generator voltage can be varied within wide limits 
up to 550 volts. 

Two electric motors of standard series-wound rail- 
way type, with commutating poles. Power is trans- 
mitted to the axles by spur gearing. 

One storage battery of the alkaline Jungner type. 
This is suspended beneath the car and supplies current 
for starting, lighting and working auxiliary apparatus. 
It is charged automatically while the car is in motion, 
and a special switch is provided for charging when the 
car is standing. 

The driver starts the Diesel engine by the controller 
at either end of the car, the engine requiring no atten- 
tion while in operation. The lubrication and fuel feed 
are automatic, and the driver can check the operation 
by inspection of gages and meters in his cab. -Thus no 
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TWELVE-CYLINDER DIESEL ENGINE (250 Hp.) USED ON 
SWEDISH RAIL CARS 


engine-room attendant is necessary. The engine is 
started on the first position cf the speed control drum, 
and movement of its handle to the second and third 
positions connects the motors, bringing the car up to 
speed. To stop the car it is necessary only to let go the 
safety button. If anything happens to the driver, the 
button is released so that the engine stops and the car 
comes to a standstill. 

The general construction and performance of these 
cars are indicated in the accompanying tables. The per- 
formance is for motor cars traveling at a fair average 
speed and hauling trailers with a weight per passenger 
comparable to the light passenger car used in Sweden. 
The performance of the 250-hp. car on grades is indi- 
cated in the chart. 


The layout of the two large cars is shown in the 
accompanying drawing. The 160-hp. car has a spacious 
engine room, situated in the center, and baggage and 
postal compartments. For the 250-hp. car, however, the 
engine is placed in a compartment at one end, as shown 
in the illustration. The larger car differs also in that it 
runs on two four-wheel bogies, that under the engine 
room being of the trailer type, while the other is a 
motor bogie containing two driving motors. This car 
also contains an engine room and a baggage compart- 
ment. 

The motor cars SBfeutly delivered contain several] 
improvements that will be incorporated in all future 
cars. The cooling water for the Diesel engine is re- 
cooled in an apparatus consisting of a number of com- 
mon automobile radiators. These are mounted on the 
roof of the car as shown in the accompanying picture. 
A fan blower driven directly from the -nain engine 
forces air over these radiators. Thus the cooling is 
independent of the speed of the car. 

A change has also been made in the electrical appar- 
atus so that the propelling motors, ordinarily connected 
in parallel, can be connected in series when particularly 
great tractive power is required. 

The fuel oil consumptions mentioned in the table are 
those obtained in practical operation. In regular service 
it is said,the new 160-hp. motor cars have a fuel con- 
sumption of only about 1.77 Ib. per mile, with a train 
weight of 90 tons. 

During a demonstration trip of one of the 120-hp. 


cars, covering 2,180 miles, with a drawbar load of two 


or three passenger cars, the manufacturer found that 
the oil consumption averaged only 6 per cent (calcu- 
lated by weight, as the cost per kilogram of fuel oil and 
English coal at the time of the trip was the same) of 
the coal Cons aren for a corresponding steam locomo- 
tive train. 

Compared with steam locomotive traffic, the Diesel 
electric motor car traffic involves a materially lower 
operating cost, and further a reduction of wages and 
maintenance cost, the cars being worked by only one- 
man Crews. The exact amount of the savings, of course, 
depends upon local conditions. 


DIMENSIONS AND WEIGHTS FOR DIESEL-ELECTRIC CARS USED ON SWEDISH RAILWAYS 


Height 
—— Length Over —~ Outside, 
Horsepower Width, From Top 
Rating Gage Buffers Car Body Outside of Rail 
ft.-in ft.-in. ft—in. ft.-in. ft.n. 
75 4— 8} 52— 54 49-63 10-4 12-13 
75 2-llys 50— 03 47-23 8-62 11-2} 
120 4— 8} 45-11% 42-75 10-4 12-13 
120 2-112 35-— 7% 32-9% 8-62 11-2 

160 4— 8) 52- 5 49-25% 10-4 12-14 
250 4- 8} 45-1135 42-7} 10-4 12-1} 


Wheelbase 

Height Truck Total Weight, 
Inside Centers Motor Truck bidet ‘Truck ounds 
ft.in. ft.-in. ft.in. t.-in, 

7-83 26-10% 5-10% pes 64,600 
7-43; 37- Ik 6-102 58,200 
7-618 21-11} 5-10%é 5-10 72,310 
7-43 23- 33% 6-108 6-10# 60,850 
7-8} 25-11 ds 6- 03 6-. 08 82,670 
7-83 24- 6} & 33% 8-10 110, 230 
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PLAN OF 160-Hp. Car. DrIVER’s COMPARTMENT WITH COMPLETE CONTROL EQUIPMENT AT EACH END 
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Paralle] connections 
Serves connections 


Spéed ,Miles per Hour 


160 200 240 
Train Weight, Short Tons 


PERFORMANCE CURVES FoR 250-Hp. DIESEL-ELECTRIC CAR ON 
GRADES UP To 25 PER CENT 


' The consumption of lubricating oil does not increase 
in proportion to the capacity of the Diesel engine. This 
is also true of the maintenance and repair costs, as the 


‘greater part of these items represent cost for dis- 


mantling and assembling the machinery and the car 


during the general overhauling. The Swedish cars as a 


rule are overhauled after running about 40,000 miles, 
although it is said that railway engineers favor 60,000 
miles. 

In calculating the depreciation costs of the car, it is 


estimated that the “length of life’ of the machinery is 


PERFORMANCE OF DIESEL-ELECTRIC RAIL CARS ON 
SWEDISH RAILWAYS* 


Passenger Train Weight, Fuel Oil Consumption, 

Hp. Seating Capacity Short Tons Pounds per Train Mile 
VLEs Pee ote ae eee 100 SoA 1.42 
EU Oss & «ay oareiapa eas 150 88.1 195 
BOO oe doh ocvanaietane 225 ib yay 2.48 
BO ro 5 icirjnipis cine 375 181.9 3.55 


*Based on fair average speed, with maximum grade of I per cent. 


fifteen years, and of the car twenty-five years, which 


results in an average of about twenty years for the com- 
plete motor car. 
of service is said to justify this consumption. 

One railway company is reported as having run one 
of the Diesel cars for fifty and more consecutive days, 


as the slight attention and repairs during this time did 


not necessitate taking the car out of service. This is 
put forth as an explanation of the saving in maintenance 
as compared with the steam locomotive, which must be 
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taken out of service for repair more often. 

In addition to the saving in operating costs, other 
advantages cited for the Diesel-electric motor cars are 
the saving in car heating from the engine cooling water, 
the independence of cooling and charging stations, and 
the elimination of waste of time in taking on water and 
fuel at stations, as the oil fuel suffices for a run of from 
370 to 620 miles, and no cooling water is lost or evapo- 
rated. 


A Twenty-six-Year-Old Subway 
Features of the Budapest Line Are the Shallowness and in 
Consequence the Cheapness of Its Construction 

N MAY 2 the Budapest subway was twenty-six 

years old, operation having been started on May 2, 
1896. It was one of the first, if not the first, electric 
railway in the world to be operated completely under- 
ground. It is a standard-gage double-track line, laid 
close under the pavement and 3.7 km. (2.3 miles) in 
length of route. For the greater part of the distance 
the road extends under Andrassy Strasse. Stations are 
located an average of 1,230 ft. apart. At the outer end 
of the line the road comes to the surface within the 
city park. Some particulars of its construction are 
given in a recent issue of EHlektrische Kraftbetriebe 
und Bahnen. 

Every effort was made in the construction of this 
subway to keep it as shallow as possible, both to reduce 
cost of excavation and also to avoid relocation of the 
main water supply system of the city. In consequence, 
the cars are only 2.6 meters (8 ft. 6 in.) from top of 
roof to head of rail and the head of the rail is only one 
meter (39.4 in.) above the bottom of the excavation in 
which the subway was constructed. 

Twenty cars, each equipped with two motors, supply 
the service. These cars have longitudinal seats and a 
capacity of twenty-six seated and fourteen standing 
passengers. The chief feature of their construction is 
the ingenious way in which the over-all height has 
been kept down. 

The entrance is in the center, and the inside wheels 
(800 mm. or 314 in. in diameter) swing to some extent 
under the seats so that the floor of the car is only 
500. mm. (19% in.) above the head of the rail. 

The overhead system is used. The trolley voltage is 
300, with double overhead sliding contact, and about 
1,000,000 car-kilometers (620,000 car-miles) by the 


road are operated each year. 


ELEVATION, SECTIONS AND 
: PLAN OF BUDAPEST 
SUBWAY CAR 


ke 36/2 


a 


196 


Car-Stop Posts Used for Advertising 
on Berlin Tramway 
| 


N ACCOUNT was published in the issue of this 

paper for Nov. 5, 1921, of various types of car-stop 
posts of a design to carry advertising being tried by 
the Berlin Municial Railway. Since that time the 
designs have been generally standardized to the four- 
sided stop indicator, illustrated in the accompanying 
engraving. This car-stop sign iS square in cross- 
section, with an iron base 21 in. square and 20 in. 
high, and two display: spaces above on each side, being 
144 in, wide and with an aggregate height of 87 in. 
There is also a space about'9 in. high and 17 in. wide 
at the top on each side. The total height of the stop 
sign is 10 ft. 10 in. 

One space on the side facing the sidewalk is reserved 
for a time-table of the cars passing that point. An 
enlarged view of this time-table is also published. This 
sign states that this is a stopping point for all of the 
ears of the foliowing lines, the lines being indicated by 
the route numerals, 1, 6, 7, etc., as shown on dash 
signs on the cars. Underneath these numbers is a 
list of the routes of each line and terminal points with 
the passing time of the cars, such as “Week days; first 
car, 6:39. a.m.; last car, 12:49 p.m.; Sundays; first 
car, 7:45 a.m.; last car, 12:21 p.m.” In the lower 
corner are given the addresses of the nearest fire station, 
hospital and emergency station, police headquarters, 
and branch post office. é 

The data in the time-table, as well as the advertise- 
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ments, are printed on opaque paper and pasted onto 
the inside of the glass. At night, the post is illumi- 
nated from the inside so that the time-tables and 
advertisements can be read. 

The Berlin Street Railway has recently issued a new 
style of ticket, well engraved and of a convenient pocket 
size so that it can be used for currency, and possibly 
this was the purpose. On one side the ticket reads 
that it is valid on the Berlin Street Railway until 
revoked by a notice in the city publications. The 
reason for this provision-is that owing to the fluctuating 
rate of exchange tha price of tickets varies, usually 
going up. Thus, in April of this year, the fare without 
transfer had increased to 3 marks and the fare with a 
transfer cost 5 marks, and there was a report that the 
prices would soon be 4 marks and 7 marks respectively. 
The reverse side of these tickets shows a historical 
scene in street transportation, such as one of the early 
horse cars or an original motor taxicab. 


Gasoline Car Hauls Mixed Train 


HE Oil Fields Short Line Railroad has installed an 

F. W. D. rail car in place of the steam locomotive 
which was formerly operated over the 8 miles between 
Dilworth, and Clifford, Okla., where the line connects 
with the St. Louis & San Francisco Railroad. 

The rail car has capacity for twenty-four passengers 
and is equipped with M. C. B. couplers front and rear. 
To haul freight, a box car or flat car can be coupled on 
during one of the regular passenger runs. 
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Railway Finances Improving 


Analysis by Bonbright & Company with Charts Gives Six 
Reasons for Better Conditions 
GREAT deal of interest was created about four 
weeks ago by a statement issued by Bonbright & 
Company, Inc., investment bankers, New York, on elec- 
tric railway securities. This statement was published 
as an advertisement in the Electric Railway Journal 
for July 8 and in several of the leading daily papers 
during the first part of July. It was headed ‘Street 
Railway Securities” and read as follows: 
_ The first electric street railways in this country were 
built between 1880 and 1890. By 1900 they represented 
an investment of $2,000,000,000. Prior to 1914 their mort- 


gage bonds were highly regarded as investments and gen- 
erally sold at higher prices than comparable securities of 


electric light and power companies. 


The general level of commodity prices and wages rose 
steadily from 1896 to 1920, greatly accelerated by the out- 
break of the War in 1914 and by the participation of the 
United States in 1917. In general, increasing operating 


Millions of Dollars 


1907 1908 1909 1910 1911 1912 1913 1914 1915 1916 1917 19/8 1919 1920 1921 


Net EARNINGS AND FIXED CHARGES OF THE ELECTRIC 
RaAILway INDUSTRY 


1907, 1912, 1917—-From U. S. census reports; subsequent years 
—Figures furnished by American Electric Railway Association 


- based on reports of its member companies. 


Note—Net earnings include net revenue from railway opera- 
tions, net revenue from auxiliary operations, and other income; 
net earnings are after deduction of all operating expenses, includ- 
ing maintenance and depreciation, and taxes; fixed charges in- 
clude interest on funded and unfunded debt, rentals, amortization 
of debt discount, etc. 


expenses had largely-offset gains in the gross earnings of 
street railways by 1912 and the five year period 1915-1920 
was one of unusual hardship to many traction properties, 


so that there has been a strong prejudice against their 


securities in recent years. 

After careful analysis of the present situation, we believe 
that these difficulties have been overcome with respect to 
the street railway situation as a whole throughout the 
United States and that the outlook is decidedly favorable 
for well managed and conservatively capitalized companies. 
We believe that within two or three years the investment 
securities of such companies will have regained much of 
their former standing. 


EVIDENCES OF IMPROVED CONDITIONS CITED 


This week the same banking organization has issued 
a statement giving further particulars of its analysis 
of the electric railway financial situation. From this 


_ statement the following particulars are taken: 


The present condition and future possibilities of the 
street railway companies of the country are influenced 
by such a variety of factors that there are marked 
differences in the positions of various groups of com- 
panies. For example, independent companies in com- 
munities of medium size, where public relations have 
been good, have been quite uniformly successful during 
the past year. Likewise, there have been but few 
defaults in the issues of street railway subsidiaries of 
large electric power and light groups. On the other 


‘rigures furnished by American Electric Railway Association. 
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hand, independent companies in large cities where traffic 
and political problems have been acute, present so many 
individual problems that the probable future must be 
considered separately in each case. 

However, though the record and outlook of any: indi- 
vidual company must be considered as a problem by 
itself, statistics of the electric railway industry for 
1921, as compiled by the American Electric Railway 
Association, and evidences of improving conditions 
during the current year, show that the industry as a 
whole has definitely turned the corner and is gradually 
recovering from the difficulties brought about by the 
period of greatly increased prices and wages. 

The accompanying chart shows that net earnings in 
1921 not only were greater than in any previous year 
but that they exceeded fixed charges by a greater per- 
centage than in any other year shown on the chart, with 
the exception of 1912. As shown in the second chart 
the operating ratio of eighty-one companies was 69.5 
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THE RATIO OF RAILWAY OPERATING EXPENSES TO RAILWAY 
OPERATING INCOME 


1907, 1912, 1917—From U. S. census reports; other years— 
Figures furnished by American Hlectric Railway Association based 
on reports of its member companies. 
per cent for April, 1922, a decline of 13.5 per cent of the 
July, 1920, figure of 79.6 per cent. The annual average 
operating ratio of the industry rose to a peak of 74.8 
per cent for 1920 and then declined to 72.2 per cent for 
1921. (These last two figures are not shown on the 
chart.) The foregoing charts indicate that a continuously 
lessening proportion of the gross earnings is being 
absorbed by operating expenses and that the net earnings 
remaining are increasing more rapidly than are the fixed 
charges. Increases in gross earnings, due to the gradual 


revival of business activity, should add materially to the 


margin of safety of net earnings over fixed charges. 

Further evidence of the improving financial condition 
of street railways is shown by the fact that the number 
of receiverships (sixteen) * in 1921 was, except for 1914 
and 1916, less than any year since 1910. During the 
first six months of 1922 there were only four* re- 
ceiverships. 

A recent investigation made by the Electric Railway 
Journal shows that from Jan. 1, 1922, to June 15, 1922, 
orders were placed by electric railway companies for 
1,016 new cars, which exceeds the entire number pur- 
chased during 1921 by 122. That the financial condi- 
tions of the electriq railway industry warrant such 
substantial increases in orders for new equipment is 
evidence that a considerable improvement is in progress. 


REASONS FOR IMPROVING CONDITIONS 


An analysis shows that there are several fundamental 
reasons for the improving conditions of street railways: 
(1) reduction of material costs, (2) reduction of labor 
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costs, (3) increased fares, (4) the partial elimination 
of uncontrolled “jitney” and bus competition, (5) marked 
economies of operation, (6) improvement in public 
relations. 

(1) Reduction of Material Costs: Several interest- 
ing cost indexes, compiled by Albert S. Richey, were 
published in the Electric Railway Journal of June 24, 
1922. The index of the cost of street railway operating 
materials, which is based on 1913 average as 100, rose 
to a peak of 247 in September, 1920. Since that time it 
has fallen rapidly and at present it is between 156 
and 159. 

(2) Reduction of Labor Costs: A similar index of 
street railway labor costs rose to a peak of 232 in 
September, 1921. From this point it has now declined 
about 8 per cent to 213. 

(3) Increased Fares: Mr. Richey’s index of street 
railway fares shows that the average in 1913 was 4.84 
cents. Only very slight increases show in this index 
prior to May, 1918, when a fairly uniform rise started, 
reaching its high point of 7.24 cents in May, 1921. Since 
that time there has been a decline to about 7.14 cents 
at present. 

(4) The Partial Elimination of Uncontrolled Jitney 
and Bus Competition: While in many communities the 
operation of jitneys and auto buses, subject to little or 
no regulation, is still a serious menace to the street 
railways with which they compete, there is a growing 
tendency on the part of regulating bodies to realize that 
such jitneys and auto buses, as public carriers, should 
be subject to regulation in the same manner as street 
railways. The laws of twenty-three states now provide 
for regulation of motor vehicles when used as common 
carriers. The jitney situation is on the whole far better 
than at any time for several years. 

(5) Marked Economies of Operation: While the in- 
erease of net earnings has been largely due to decreases 
in the cost of materials, labor and fuel, rigid economies 
have played no small part in the reduction of operat- 
‘ing expenses. The introduction of one-man cars, auto- 
matic substations and other labor saving equipment, and 
the abandonment of unprofitable and unused trackage, 
‘are illustrative of the tendency of efficient management 
to keep operating expenses at a minimum. 


(6) Improvement in Public Relations: The public is 


‘coming more and more to realize that street railways’ 


are essential utilities and that their prosperity is nec- 
essary to the general development of the communities 
in which they are situated. Both court decisions and 
‘public opinion have definitely established the fact that 
essential utilities are entitled to fair returns. 


There Are Still Some Left 


MuLE CAR AT PALM BEACH TO CARRY PASSENGERS. BETWEEN 
THE PONCIANA HOTEL AND THE BREAKERS 
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Present Status of Rail Standardization 


PUBLIC SERVICE RAILWAY COMPANY 
NEWARK, N. J., July 25, 1922. 


To the Editors: 


y 
| 


Le 


« 
I have read with considerable interest the editorial in ~ 


your issue of July 15 on “The Present Status of Rail 


Standardization,” particularly your plea for a more ex- 


tensive adoption of existing standards which have met ~ 


the test of actual service over a period of years. Where 
conditions will permit, the economic advantages of such 
a course should be evident to every one, especially to the 
smaller companies whose individual requirements in any 
one line are comparatively small. And even in the case 
of the larger properties the developments of new stand- 
ards such as rail sections, where the expense of con- 
structing new rolls is high, should not be undertaken 
without a careful survey of every condition involved. 
The cost of an entire set of rolls for a new grooved 


girder section will probably be in the neighborhood of 1 


$8,000, although it sometimes happens that, as was 
true in the case of the new Cleveland 74-in. T-rail, 
roughing rolls for existing sections (in this case L.S. 
87-399) are suitable for use with the new section, thus 
somewhat reducing the expense of producing the latter. 
In your editorial you have assumed a distribution of the 
cost of the rolls over 6,000 tons, or $1 per ton. This is 
probably giving the railway companies the benefit of the 
doubt to a considerable extent. It would be interesting 


to know, for example, how many rolls have been pro- 


duced by the rail manufacturers which have turned 
out more than 1,000 tons, which is the amount of the 
first rolling for the new San Francisco rail, and there 
are probably a number that have not turned out more 
than half this amount. No matter whether the cost is 


‘borne by the purchaser or is absorbed by the manufac- 


turer in his general manufacturing costs, the electric 
railway industry as a whole pays the bill. As long as 
the manufacturer is willing to assume the cost of rolls 
for new sections, just so long will we continue to find 


engineers insisting on having their own ideas as to rail © 
design carried out, even though in many cases the differ- _ 
ences between the latter and some one or more of the © 


500 existing varieties are so slight as to be practically 
negligible. 

On the other hand, as you have stated, along with 
standardization must go experimentation. What is 


— 


standard today may become obsolete tomorrow and there © 


will probably never be a “one best” product or design of 
any kind for all conditions. Local considerations must 
govern. In the case of the Cleveland rail, for example, 
the preponderance of 22-in. wheel treads on some track- 
age was resulting in unequal wear over the 3-in. head 
of the old 95-400 section and at the same time a total 
width of head of 3 in. was considered essential in order 
to protect the adjoining paving on tracks over which 
interurban cars with their wider wheel treads were 
operating. It was also desired to retain the use of the 
T-rail and, since it was exactly this situation which was 
responsible for the design of the sloped back heads on 
girder rails, it was-a perfectly logical thing to apply 
this principle of design to a T-rail. It must have re- 
quired considerable courage on the part of Mr. Clark to 


| 
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advocate a change in T-rail design involving the long 
established conventional symmetrical feature. At first 
glance it may seem a peculiar design, yet a careful 
study will show that this was a perfectly logical change 
to make. The curved-head feature, which has been 
responsible for the change in design of several girder 
rails in the past few years, and which many ‘engineers 
consider very desirable, has been incorporated in the 
new T-rail section. It would not appear unlikely that 
other companies using high T-rail will recognize the 
possible advantage of this new design for use in paved 
streets. 

As to the changes in design involved in the new 9-in. 
grooved girder rail of the Market Street Railway of San 
Francisco, it is probably true that economic considera- 
tions were largely responsible for the failure of this 
company to adopt the Association standard 9-in. girder 
rail. The new design weighs 121 lb. per yard as against 
134 lb. for the Association standard, a difference of 13 
Ib. per yard, or nearly 203 tons per mile, with a saving 
of approximately $1,030 per mile. The 2-in. flange 
depth in use on the car wheels in San Francisco did not 


. require a rail groove depth as great as that of the Asso- 


ciation standard and it was also deemed desirable that 
the fish plates be interchangeable between the old and 
new sections. 

‘Criticisms are bound to be heard when changes of this 
kind are made. Our company was criticised from some 
sources as having taken a step backward when we re- 
cently decided to return to the use of a tram girder rail, 


_ after having used L.S. 116-434 and its predecessor L.S. 


114-393 since 1907, yet the change offered several 
advantages. First, we eliminated rail wear due to wheel 
flanges cutting into the rail lip, with the resulting addi- 
tional wear on the wheel flanges themselves; second, we 
reduced the amount of power required to move cars 


-when the rail groove is packed with snow and ice; -and, 


last, but not least, we reduced the weight of rail 15 lb. 
per yard or 23.6 tons per mile of track, a saving of 
about $1,190 per mile. This was done without sacri- 
ficing any appreciable amount of metal in the head, 
introducing the curved head feature, without materially 


changing the position of the center of bearing with 


respect to the center of the web, and also retaining the 


beveled head feature and the same width of base. 
While it is very desirable that our association or other 
existing standards be utilized wherever possible, it is 


- considerations such as these that will probably always 


continue to govern in problems such as confronted the 

engineers in Cleveland and San Francisco. 

; HowAaArpD H. GEORGE, 
Engineer of Maintenance of Way. 


Rail Corrugation on Steam Roads 


ROBERT W. HuNT & COMPANY, ENGINEERS 
CHICAGO, ILL., July 19, 1922. 
To the Editors: 

Electric railway engineers who have fought corru- 
gated (or roaring) rail and regarded it as apparently 
one of the evils of electric operation perhaps will find 
solace in knowing that a very bad case of it also exists 


} 


on a single track-road used exclusively for steam opera- 


tion. A recent trip took me over some forty miles of 
85-lb. A. S: C. E. section and 90-lb. A. R. A. “A” sec- 
tion of open-hearth steel rail that was very badly cor- 
‘rugated. The former was laid in 1912 and the latter in 
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menced to develop within a few months after the rail 
was laid. As a result of careful inspection I can say 
unqualifiedly that neither train operation nor track 
conditions has apparently had the slightest effect-on the 
development. The corrugations seemingly occur under 
all conditions of speed, steaming and braking; on curved 
as well as tangent track; on rock and gravel-ballasted 
track, and on bridges and trestles. 

The occurrence is really remarkable and is being care- 
fully investigated. In the meanwhile, I should greatly 
appreciate the benefit of any new facts pertaining to 
corrugation that your readers may have. 

C. W. GENNET, JR. 


Application of Resistance in Railway © 
Automatic Substations 


GENERAL ELECTRIC COMPANY 


SCHENECTADY, N. Y., July 29, 1922. 
To the Editors: 

The discussion of the use of resistance in connection 
with automatic station control equipments on railway 
service brings up the question of how far experience 
has indicated the service considerations which dictate 
the application of resistance in railway automatic sub- 
stations. The letters from operators given in the issue 
of June 24 indicate the wide diversity of opinions as 
dictated by varying conditions of service. Owing to 
the fact, however, that every operator answers the 
question with reference to his own conditions of service, 
The fundamental rea- 
sons for the variations in practice might well be out- 
lined for the assistance of those not yet experienced 
in the application of automatic substations. 

It should be recognized that a wide variation of pro- 
tection for direct-current circuits is available and each 
type has been developed in order to meet certain specific 
requirements. At one extreme we find the use of three 
steps of resistance in a machine circuit with a total 
over-all ohmic value such as to limit the machine out- 
put in the event of a short circuit on the bus to the 
commutating guarantee. At the other extreme we find 
absolutely no resistance, but simply the application of 
a high-speed breaker which interrupts service entirely 
until certain definite conditions have been established. 
In order to give an indication of the general method of 
preparing recommendations for machine and feeder pro- 
tection, the following classification has been prepared: 

SYNCHRONOUS CONVERTER PROTECTION 
Without Feeders 
I. Three steps of resistance. 
II. No resistance. 
With Feeders 

III. Two steps of resistance. 

IV. One step of resistance and drooping characteristic. 

V. No resistance. 

FEEDER PROTECTION 


A. One step of load-limiting resistance. 

B. No resistance — overload circuit breaker reclosed by 
feeling out protective equipment for stub or multiple 
end feed. 

. No resistance—high-speed breaker with discriminating 
trip features reclosed by feeling out equipment for 
stub or multiple-end feed. 


Different combinations of machine and feeder pro- 
tection are.made up to meet different types of service 


1916, and the corrugations are reported to have com- largely in accordance with load characteristics, some 
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of the characteristics of which we will outline in detail 
in order to illustrate the method of application. 

J. Where no feeders are included the conversion unit 
is usually one of several connected to an interurban line. 
The resistance is divided into three steps, such that the 
short circuiting of any one particular step will not 
result in an overload such as to trip the short-circuiting 
contactors and reintroduce the resistance, which would 
result in chattering of the short-circuiting device. The 
functions of the resistance are to cushion the machine 
on to the line if at the time of starting up the trolley 
voltage is very different from the normal machine volt- 
age. It is also designed to act as commutating protec- 
tion in the event of short circuit or overload so close 
to the station that although the safe hot spot tempera- 
ture might not be exceeded, the commutator and brushes 
of the machine might be threatened if the load is sus- 
tained for an excessive period.. This protection is 
obtained through limiting the heat storage capacity of 
the resistors. The third function of the resistance is 
to increase the equivalent machine rating. Where the 
load is of such concentrating character as to constitute 
a draft in excess of the commutating limit of the 
converter, it is necessary to hold the draft on any one 
particular station down to this limit at least. For 
instance, where occasional locomotive and train opera- 
tion is contemplated on an interurban, running high- 
speed, single-car service a 300-kw. synchronous con- 
verter is ample for the service, provided in the event 
of starting the locomotive close to the station sufficient 
load-limiting resistance can be introduced automatically 
to hold the station output to the safe commutating limit 
of a 300-kw. machine. ; 

II. The load-limiting resistance equipment is a very 
large factor in the cost of a complete automatic control 
and is often not required where the connected useful 
load will not exceed the machine rating in service. In 
such cases operators have used simple reclosing circuit- 
breaker schemes which disconnect the machine entirely 
from the line in the event of non-useful loads such as 
short circuits. 

III. Where feeders are included in the station, the 
feeder protection should act to prevent a short ‘circuit 
from reflecting back on to the machine. 
of the feeder circuit breaker will be to limit a disturb- 
ance to the particular zone or feeder to which it is 
connected, so permitting uninterrupted service on the 
other sections. In such cases it is necessary where the 
total concentrated load of the system may exceed the 
rating of the machine in the station to supply machine 
resistors as in the locomotive case illustrated above. 
The first step of resistance will constitute merely a 
very small drop in voltage under normal load condi- 
tions in order to permit other conversion units con- 
nected to the system to assume part of the loads. This 
step can only be of small ohmic value, however, in order 
to prevent chattering conditions outlined above and, 
therefore, a second step is necessary in case of high 
overloads or short circuits on any particular feeder 
where the feeder includes a load-limiting resistance step 
corresponding to the third or highest step of resistance 
in the machine circuit as illustrated under I above. 

IV. As a substitute for the first step of resistance 
of low ohmic value, it is possible to use the natural 
droop of a machine with shunt characteristic since the 
regulation to 150 per cent load will be equal approxi- 
mately to the voltage drop in resistance if the first step 
is inserted at 150 per cent load. 
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V. Again, in systems where the service is extremely 
light and does not warrant large expenditure for pro- a 
tective equipment and the ability to sustain overloads © : 
afforded by the resistance, protection may be afforded — 
by a circuit breaker arranged to-trip only at loads 
indicating disturbances on the system. This circuit 
breaker may be fitted with feeling out equipment corre- 
sponding to that on the feeders. 

A. A step of high resistance for load limiting in 
each feeder may be used in conjunction with machine 
equipments outlined in III and IV. In this case the 
heating capacity of the resistance is such as to overheat 
the resistance before any damage to the feeder may be 
anticipated, since the feeder will be disconnected from 
the load by thermostat at any desired predetermined 
point. When used in conjunction with machine protec- 
tion III, the load limiting resistance in the feeder 
will permit of sustaining useful concentrated loads and 
delivering maximum current to any load within permis- 
sible limits of commutation. At the same time an 
overload on any one particular feeder will not constitute 
any interference with service on other feeders running 
out from the same station which are not overloaded. 

Such resistance equipment is particularly applicable — 
where the total over-all trolley and feeder resistance 
between substations is relatively large, so that a very 
considerable voltage drop is necessary on any feeder in 
order to shift the center of gravity of the load toward | 
another feeding point, or obtain any material load limit- 
ing. A resistance feeder equipment is not applicable 
in the city system where the traffic is heavy and the 
density of population dictates a feeder network such ~ 
that equivalent resistance between feeding points is 
very low. In such cases the introduction of a high © 
resistance in a feeder simply results in moving the . 
center of gravity of the load to the other end of the 
feeder, or the other source of power, and prevents any 
supply to the load in question. 

B. Where the system does not warrant the invest- 
ment in resistance, or the layout is such that the re- 
sistance equipment will not function, a circuit-breaker 
equipment may be applied. This circuit breaker will 
act to disconnect the machine from the load and resume 
service after a feeling out resistance indicates that 
the external load would not exceed the rating of the 
feeder if the circuit breaker is reclosed. This con- 
stitutes a complete interruption of the service and is 
not feasible on many systems. 

C. On heavy city systems with low resistance be- 
tween feed points continuity of service is paramount- 
A few systems, in fact, are opposed to disconnecting 
the trolley, even under short-circuit conditions, prefer- 
ring to burn off any disturbances at whatever cost. 
Other systems do not feel that they are warranted in 
such procedure, but do insist on sustaining any possible 
useful loads. A high speed breaker has been developed 
to meet this service. It is of such cost as to compete 
with other forms of feeder protection. In view of the 
high speed feature, it is possible to set the ultimate trip 
point of the breaker beyond the commutating limits of 
the machines connected to the bus; that is, without — 
any consideration of the normal feeder rating (it may 7 
often be set at ten times normal feeder rating). This | 
breaker contains inherently a tripping feature which | 
permits of discriminating on short feeds, such as city — 
service, between useful inductive loads and pure resist- : 


‘\ 


‘ 


ance short circuits. Under such conditions of protec- 
tion, it is possible to sustain any conceivable concen- 
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tration of cars on a feeder within limits of safe 
| heating for insulation and soldered joints. At the same 
time, the high speed trip will prevent any reflection of 

_ a disturbance from one feeder to the bus or other con- 
] nected loads. This high speed breaker after a trip due 
- to short circuit may be reclosed by a number of expedi- 
| ents developed to meet different conditions, such as a 
feeling out resistor or simple timing device, to re- 
establish connections after definite intervals. 
. Types B and C resistors may be applied with machine 
_ protective equipments III, IV or V. 
The outline and tabulation indicate the different com- 
_ pbinations of control possible, giving a range which the 
_ large variety of service conditions have indicated as 
| necessary to meet the desires of different operators. 
1 G. HALL ROOSEVELT, 
Railway Engineering Department. 


Wants Further Information from Mr. Stack 


YOUNGSTOWN MUNICIPAL RAILWAY 
YOUNGSTOWN, OHIO, July 25, 1922. 
To the Editors: ; 
I have taken a great interest in a letter from W. G. 
Stuck, on page 138 of Electric Railway Journal for 
July 22, in regard to Ulco Frary Metal, also in the 
lubrication cost quoted by him of 4.3 cents per thousand 


_ with Westinghouse-56, 


keeping down the cost of the lubrication of our equip- 
ment and still keep inside of the safety zone and avoid 
hot bearings of any kind. But I must admit, low as 
our cost has been, it is nowhere near the figures given 
in this letter. : 

We have at the present time some Ulco metal on test 
on our property and from all appearance it is doing 
fine work. It is not so much the metal as the lubrication 
cost that interests me, and I think it should interest 
every man who is responsible for the operation of a 
railway property. If Mr. Stuck can find the time to 
write up a very detailed letter for the Journal and ex- 
plain just how he accomplished this and just what lubri- 
cation he charges to this account, it will be something 
that every master mechanic and superintendent of 
equipment will greatly appreciate. 

I might say that we are operating close to 350,000 
car miles per month. All our cars are equipped with 
bronze bearings with the exception of a few cars that 
are on test with solid babbitt axle and journal bearings. 
We have in our equipment twenty-four Standard safety 
cars and 111 double truck city cars; which are equipped 
Westinghouse-101, G. E.-80, 
G.E.-216 and G.E.-247 motors. We have been using 
Tule for the past two and one-half years to lubricate 
our cars, and we reduced the cost per thousand car miles 
from 47.9 cents to 19.5 cents. A. B. CREELMAN, 


car miles. 


I have given a lot of study and thought to 


Master Mechanic. 


Paris Tramways During the War* 


All of the Street Railway and Bus Lines in Paris Have Been Taken Over by the 
Department of the Seine, But Are Operated by a Private Company 


By A. MARIAGE 
General Manager Paris Tramway and Omnibus System 


HE present tramway system is 
made up of six companies, which 
in 1904 were operated under individual 


_. franchises.} 


These companies were of different 
sizes and with various kinds of equip- 
ment, but were working toward cer- 
tain standards, and at the time that 
war broke out were to a large extent 
reconstructing their systems for elec- 
tric power along uniform lines. 

On Aug. 1, 1914, at 5 p.m. omnibus 
traffic was suddenly stopped through- 
out Paris by the military authorities 
and the next morning 264 buses re- 
quired in the mobilization movements 
were traveling toward the frontier. 
Within the next few days 770 other 
buses were taken for the same purpose. 

As this mobilization was carried out 
according to a definite and pre-ar- 
ranged plan, with which the company 
was familiar, it did not disturb or dis- 
rupt the Paris transportation system. 
Obviously, also, mobilization did not 
stop the tramway system. In fact, the 
cars had to furnish more service than 
formerly, with an organization entirely 
new and utilizing to a considerable ex- 
tent female help. The figures in Table 


*Abstract of paper presented at the 
Meeting of the Union des Voies Ferrées 
@Intéret local et des Transports publics 
Po a de France, Paris, Oct. 20-23, 


{See article in the Hlectric Railway Jour- 


nal for July 1, 1922. 
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including fixed charges, 


I are from the system of the General 
Omnibus Company, Paris, which com- 
pany operated not only buses but also 
the largest tramcar system in Paris. 

While this table is carried back to 
1918, the first complete year preceding 
the war, that year can hardly be con- 
sidered normal because the electrifica- 
tion of the lines had not then been com- 
pleted. Certain routes were still oper- 
ating by compressed air or steam, and 
others were not in operation because 
they were being rehabilitated. How- 
ever, based on these figures, it might 
be said that if there had been no war 
the following results might have been 
expected by 1920: 

1. The car-kilometers 
amounted to 42,000,000. 

2. The gross receipts would have 
been about 38,000,000 francs, with the 
receipts per car-kilometer remaining at 
0.91 franc. 

3. The expenses per car-kilometer, 
would cer- 
tainly have been reduced by the con- 
solidation and rehabilitation under way 
to a figure less than 0.80 franc (the 
figure of 1918). 

The tramway system .would then 
have had an additional grant of about 
4,000,000 francs, a grant intended, 
under the franchise of 1910, to com- 
pensate for the deficit of the omnibus 
system. 

The statistics have also been plotted 


would have 


in graphical form, the figures being re- 
ducted to a car-mile and cents basis. 
Examination of this graph, which 
gives figures only for the General 
Omnibus Company, suggests the fol- 
lowing: 

In 1914 and 1915, on account of the 
insufficiency of the operating force and 
consequent reduction in service, the 
car-miles and the number of passen- 
gers decreased, while the number of 
passengers per car-mile increased 
about 10 per cent. 

‘In 1916 the car-miles approached 
those of 1913, without, however, being 
adequate to the needs of the popula- 
tion. The passengers increased to 
25,000,000. There was an increase of 
about 18 per cent as compared with 
1913 in the number of passengers per 
car-mile, and the expenses per car- 
mile increased so rapidly as to cause 
an economic crisis in the affairs of the 
company or the system. The different 
companies took the matter up with the 
authorities and urged an increase in 
fares, but nothing was done. The con- 
sequences soon made themselves felt. 

In 1917 and 1918, on the lines of the 
General Omnibus Company, the num- 
ber of passengers increased, but the 
number of car-miles run decreased, 
with the resulting coefficient of utiliza- 
tion of the equipment some 45 per cent 
above that in 1913. In the meantime 
the expenses per car-kilometer reached 
1.64 francs. 

The tremendous increase in the num- 
ber of passengers carried per car-mile 
corresponded to a decrease in the 
quality of the product. The pas- 
sengers had to wait a long time before 
finding a seat. This increase was due 
to three causes. The first was the in- 
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sufficient operating force, which com- 
pelled the companies to reduce the 
number of cars. Second, the reduction 
in service appeared to be one means of 
decreasing the total expenses of opera- 
tion which were constantly increasing. 
Finally, the depreciation of money, 
which for the companies was equiva- 
lent to a reduction of fare, stimulated 
a tremendous increase in passengers. 

In 1917 negotiations were again 
opened with the public authorities with 
the idea of obtaining some compensa- 
tion so as to help balance the budget, 
but without result. 

By the end of 1918 it was evident 
that the companies could not continue 
much longer to remain solvent and in 
Jan. 22, 1919, a provisional agreement 
was reached with the city and the De- 
partment of the Seine which was to be 
retroactive to Jan. 1, 1918, and which 
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besides the operating expenses and in- 
terest and sinking fund on the debt, a 
sum of 3,000,000 francs as a reserve 
for renewals of track and rolling stock 
and to pay not more than 4 per cent 
return on the outstanding capital 
stock. Deficits, if there should be any, 
after the obligations of the ‘“admin- 
istration account” are fulfilled, are car- 
ried to a reserve account, called “spe- 
cial war reserve fund.” If this “spe- 
cial war reserve fund’ should contain 
a deficit at the end of the provisional 
period, this deficit was to be made up 
by payment by the city, the amount to 
be fixed by arbitration. .If, on the 
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agreement authorized first a slight in- 
crease in fare, without which of course 
operation would have been impossible. 
This increase in fare went into effect 
Feb. 8, 1919. A résumé will be given 
of the financial terms of this agree- 
ment, so far as they concern the sys- 
tem of the General Omnibus Company. 

A new account, called the adminis- 
tration account, to cover the receipts 
and expenses of the service was estab- 
lished. In the expenses were included, 


other hand, this “special war reserve 
fund” showed a surplus, this surplus 
would be divided between the city and 
the company. 

Through this arrangement, it was 
possible to increase the number of car- 
miles by about 18 per cent during 1919 
and 30 per cent (as compared with 
1918) in 1920. The number of pas- 
sengers increased, but not as rapidly 
as the car-miles, so that the passengers 
per car-mile began to decrease. 


TABLE I—STATISTICS OF THE TRAMWAY SYSTEM OF THE GENERAL OMNIBUS COMPANY, 
PARIS, FRANCE 


1913 1914 
Number of tramcars in service..... 651 604 
Car-kilometers in thousands....... 28,835 26,357 
Number of passengers in thousands 180,219 174,887 
Number of passengers per car-kilo- 
MCCOE. «06.555 505 I 6.24 6.63 
Expenses per car-kilometer, includ- 
_ fixed charges, in franes......... 0.803 0.781 
Total receipts in thousands of frances 23,175 21,695 
Receipts per car-kilometerin francs 0.821 0.837 


1915 1916 1917 1918 1919 1920 
626 707 707 710 748 788 
24,093 27,728 27,211 25,069 29,694 32,770 
166,453 205,805 226,303 228,245 261,648 263,023 
6.90 7.42 8.31 ape 2 8.81 8.02 
0.958 1.146 1.335 1.641 2.080 2.911 
20,527 25,188 27,894 28,425 46,478 70,284 
0.864" “Dots  VLIST- 1 S81P 2.165 


= —————————————— 
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It was expected that after the armis- 
tice, prices whose increase had so seri- 
ously affected the results in 1918 would 
grow less and that the application of 
the provisional agreement already 
mentioned would bring back the system 
to a comparative degree of normalcy. — 
This did not occur, however. Instead, 
the expenses increased to a marked de- 
gree, so that the total expense per car- — 
kilometer on the General Omnibus sys- 
tem, which were 1.64 francs in 1918, 
got up to 2.08 in 1919, and finally 
reached_2.91 francs in 1920. Y 

The graph herewith shows the con- 
tinuing excess of expenses over re- 
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ceipts of these years, in spite of the 
fare increase made in April, 1920. The | 
graph also shows the increase in 
energy costs, measured as high tension — 
in kilowatt-hours at the power station. ; 
The principal element in increase in 
cost was for coal, which rose from — 
14.875 francs per ton in 1918 to 262 ’ 
francs in 1920. There were also in- 
creases in power station wages, so that — 
the cost per car-kilometer increased 
from 0.109 france in 1913 to 0.541 
franc in 1920. On the other hand, 
some saving was possible by more 
economical operation. 

In the meantime wages had also 
gone up, as shown in tables II and III. 

It should be borne in mind in connec- 
tion with these tables that in 1913 and 
1914 the figures represent exclusively 
man labor for the conductors, whereas 
during later years there was both male 
and female labor. 


Fi 
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TABLE II—TRANSPORTATION DEPART- 
MENT. AVERAGE DAILY WAGES IN FRANCS 


Inspectors Conductors Motormen 


WAS wa alos. «s 7.811 7.039 6.972 
POD. cae: 8.458 6.814 8.614 
AD7,.- 11.788 7.315, 11.163 
AREAS EG sn 17.089 13.507 14.058 
1920.. 23.710 20.709 23.993 
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TABLE III—SHOP DEPARTMENT 
AVERAGE DAILY WAGES IN FRANCS 


Shop Men on Shop Men on Carhouse 


Piece Work Hourly Work Men 
19:14) Spar ige ee 9.70 8.20 
19S sa. 11.90 9.70 - 8.20 
190 Pons 3 19.90 13.40 11.20 
TOO Ey fescsn 26.15 22.25 18.75 
1920.52 29.05 25.35 2225 


; Table IV shows the rates of fare 
charged. As shown by the main group 
of graphs, however, the increases as a 
rule came too late to be of much help. 

A few words might be said here in 
regard to the omnibus system. 

__ As explained in the first part of this 

article, the service was entirely inter- 
rupted in 1914 on account of the requi- 
sition of the buses for mobilization. 
_ Between 1916 and 1918 the company 
had about eighty buses in service. At- 
tention is drawn to these figures be- 
cause otherwise the statistics. given, 
especially when compared with those 
of 1913, might be misleading. 


PRESENT FRANCHISE SIMPLY A LEASE 


The situation, as outlined later, could 
not be continued for any length .of 
time. The temporary arrangement 
made between the authorities and the 
companies under the stress of war con- 
ditions came to a natural end and the 
public interest demanded a quick re- 
organization of the transportation fa- 
cilities under the best possible condi- 
tions. 

From the standpoint of economical 
operation, as well as from that of 
finances of the companies, there was 
only one possible solution, namely, the 
purchase of the concessions of the com- 
panies and their merger into one or- 
ganization for the united transporta- 
tion of the entire Paris district. This 
would permit a reduction of general 
expenses and a simplification of opera- 
tion. Realizing the impossibility of a 
continuance of the existing franchises, 
the representatives of the Seine De- 
partment and the City of Paris adopted 
for the future a policy of municipal 
ownership and private operation of the 
roads. Before the advantages of this 
_ plan under the existing economic condi- 
_ tions are explained it might be well to 
review the main features of the system 
of private ownership and operation 
under franchises as it existed in 
France. 

Originally, private ownership and 
operation of a transportation system 
in Paris under a franchise were eco- 
nomically possible. The owners of the 
franchise were bound to relatively well 
defined obligations, their field of opera- 
tion was restricted, the schedules were 
definite, and they were not subject to 
such strict regulation as they are to- 


possible for some enterprises to show a 
reasonable profit, though it should not 
be forgotten that others failed to do 
so. Gradually, however, the interest of 
investors in these enterprises lessened, 
and. it became continually more diffi- 
cult for these companies to raise new 
capital. 

Under present conditions the system 
of private franchises has the following 
disadvantages: (a) Impossibility of 
the company to vary the rate of fare 
according to changes in cost of opera- 
tion. (b) Difficulty of raising capital, 
especially for the construction of lines 
which do not promise an early profit, 
yet such lines are necessary in every 
growing community for the conveni- 
ence of the public. (c) Difficulty in 
amortizing the cost of installation 
within the short period for which fran- 
chises have been granted, yet neither 
the city nor the company wishes to be 
tied up to too long a. lease. 

These difficulties, always present, 
were accentuated by the war. Hence 
attention was given to determine 
whether an entirely different conces- 
sion might. not be found. 

For example, consideration was 
given to a franchise which called for a 
guaranteed minimum return with a 
supplementary return in case of good 
management. But this did not appear 
as practicable as one in which the 
granting power assumed the expenses 
of the installation and became pro- 
prietor of it. The franchise would be 
given then only for operating the 
property. 

The above discussion suggests the 
question whether if the municipality 
owns the property it might just as well 
operate the lines. Such a plan, how- 
ever, does not seem suitable to present 
economic conditions. ‘To insure good 
management, such an enterprise should 
be purely non-political, and with com- 
mercial characteristics so as to take 
prompt advantage of opportunities as 
they present themselves to improve the 
financial condition of the property. 
This requires a type of organization 
quite different from that usual in ad- 
ministering political divisions. The De- 
partment of the Seine, realizing these 
conditions, decided then to adopt the 
principle of owning the property but 
farming out the operation. 

Under this system, as under direct 


day. Under those conditions it was municipal ownership, the granting 
TABLE IV—FARES ON THE PARIS TRAMWAYS (IN FRANCS) 
Urban Fares —— Interurban Fares -——~ 
For one For More 
: Zone or Than One 
Fraction Zone per Kilometer 
4 First class 0.15 0.20 0.055 ximate) * 
Be vig ae a Cee ae ern atin ns) Gnecrincey* 

4 om Feb, 8, 1919 (first class increase).. First class 0.20 0.30 0.07 (with minimum of 0. 15) 
_ To Feb. 1, 1920 (second class increase)... Esta class 0-15 9.20 0.05 (with minimum of 0. 19) 
Since April 1, 1920 First, class A 0.50 0.11 (with minimum of 0. 

eas d cl 0. i ini f 0.15 
" Spi sic ical Omatibgs Cocabins: econd class 25 0.35 0.08 (with minimum o ) 


SS 


203 


power is sole owner of the property, 
furnishes all capital required by the 
first installation and for repairs, and 
it reserves entire control of new lines 
and rates. 

A system of accounts has_ been 
started consisting of the following: 

Capital account, including interest 
and amortization of the property of 
the former. operating companies and 
for the cancellation of special war ex- 
penses, and interest and sinking fund 
payments for the amortization of loans 
contracted by’ the department to take 
over the installation. 

Operating account, including all di- 
rect and indirect receipts from the 
operation of the lines or from the capi- 
tal invested in the enterprise, includ- 
ing the interest on the guarantee and 
the legal reserve fund; in other words, 
all. expenses resulting from operation 
with the exception of those included 
above in capital account and the re- 
muneration of the managers of the 
company and their assistants and the 
commissioners of accounts. 

An account covering the remunera- 
tion of the company. The method by 
which this is determined will now be 
described. 

It would have been useless to give 
the company a share in the profits, be- 
cause there are none and will not _be 
for at least a number of years if the 
existing rates of fare are continued. 
The plan allows the company, there- 
fore, the following: 

1. Six per cent on all invested capi- 
tal. 

2. A reward for management, calcu- 
lated at 0.75 per cent of the receipts 
from all sources resulting from the 
operation of the lines (excluding the 
proceeds. from capital invested other- 
wise than in operation and the inter- 
est on company’s guarantee fund), up 
to an amount of 250,000,000 francs 
receipts, and 1 per cent for all amounts 
above that sum. 

3. A bonus for economy, calculated 
on a basis of 0.04 (R-0.65 D), where R 
represents the total receipts from 
operation and D the total expenditures 
during the same time, the expenditures 
including all fixed charges, such as in- 
terest and amortization on the pur- 
chase sum, the war loans and rehabili- 
tation costs. 

From its remuneration the company 
has to pay its-board of directors and 
operating ‘personnel (manager, heads 
and assistant heads of departments, 
etc., a total of not less than forty-five). 
These individuals receive a definite 
salary, but also an additional payment 
proportional to the bonus for economi- 
cal management received by the com- 
pany. The responsible heads of the 
company are, therefore, directly inter- 
ested in the good functioning of the 
service and have the same interest in 
it as has the company. 

The other part of the economy bonus 
mentioned under (3) above is reserved 
for the capital of the company and is 
used as a revolving fund for repairs, 
construction and_ reconstruction | of 
equipment, for the maintenance. of 
good service conditions. In the writer’s 
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opinion the rate of 6 per cent allowed 
on this sum is insufficient. The return 
should be proportional to the current 
rate for money. 

In this way the company is con- 
stantly pooling its interest with that 
of the department, and in the end it 
“will be found that the real beneficiary 
of this co-operation is the Parisian 
public. In fact, the new company is 
interested not only in the perfect oper- 
ation of the merged and reorganized 
lines but also in building new lines. 
The accompanying chart shows the re- 
lations of the bonuses received by the 
company to the operating income of the 
combined lines. 

If EH is the amount of the economy 
bonus, then 

E = 0.04 (R — 0.65 D) and D = 
R+p ; 
where p is the deficit from operation, 
including the charges on the capital. 
Then, if D is larger than R: 

E = 0.04 [R — 0.65 (R + p)]j 
or 

E = 0.014 R — 0.026 p 
If we assume p to be zero; that is, if 
there is no deficit, we find H = 0.014 R. 
On the. other hand, the reward for 
management, G, given to the company 
for’ receipts in excess of 250,000,000 
francs, is found from the formula 
G: = O0LsRh; 
from which may be derived 
E+G= (0.014:+ 0.01) R 
E+ G = 0.024R 

From the above it is evident that 
any increase of receipts of, say, 1,000,- 
000 francs will increase the remunera- 
tion of the company by only 24,000 
francs. This is rather a small sum 
‘when compared with the results 
achieved. 

The close co-operation between the 
Seine Department and the company 
has, however, produced excellent re- 
sults. There has been a continual in- 
crease in car-miles and transported 
passengers. And the expenses showed 
a reasonable decrease. 


RESULTS OF THE CONSOLIDATION 


The decree authorizing new fran- 
chise first appeared in the Journal Of- 
_ ficial on Dec. 31, 1920. The company, 
the Société des Transports en Commun 
de la Région Parisienne, was organized 
March 4, 1921, and on. March 9 ac- 
cepted the franchise. On April 8 the 
company voted to take over also the 
operation of the boats on the Seine and 
has increased the service from two to 
eight boats. 

The system now includes the follow- 
ing: 

Forty-five buildings used as shops, 
carhouses or garages, with a floor 
area of 465,000 sq.m. 

Sixteen substations, with a capacity 
of 34,500 kva.; 1,762 motor cars, 832 
trail cars and 1,050 buses. 

Of this rolling stock about 82 per 
cent of the tramcars and 88 per cent 
of the motor buses are in daily service 
and make about 340,000 vehicle-kilo- 
meters a day and transport daily 2,- 
500,000 passengers. 

The tramway system has a length, 
measured at single track, of 960 km. 
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and the omnibuses 256 km. of routes. 
The average daily receipts are about 
800,000 francs, and the maximum re- 
ceipts for one day have already ex- 
ceeded 1,000,000 francs. There are 26,- 
000 employees. There are sixty-three 
boats, of which eight are in actual 
service. 

The company has laid out a program 
of construction which during 1921 will 
aggregate a cost of 100,000,000 francs. 
At present 20 km. of track has been 
completely rehabilitated and 8 km. more 
is under reconstruction; 25 km. of 
overhead feeders have been replaced. 
Three new types of vehicles are under 
test. One is a six-wheel motor bus 
with a capacity for forty-eight pas- 
sengers, in place of the thirty-eight 
wheel bus. The second is a light tram- 
way car weighing 20 per cent less than 
the standard car, which has the same 
passenger capacity. The third is a 
trackless trolley. 

At first it seemed that the approxi- 
mate annual receipts of the system 
would be about 285,000,000 francs 
under normal conditions, but for 1921, 
owing to difficulties at the beginning of 
the year, the receipts will probably 
not be far from 265,000,000 francs. 
The deficit will not exceed 75,000,000 
francs. It is thought that the consoli- 
dation has been able to effect an econ- 
omy of 35,000,000 francs as compared 
with previous operation. 


New England Club Holds Outing 
at Newport 


T MAY have been Socretes, or per- 

haps it was Ty Cobb,—anyhow some 
well-known philosopher once said: “It 
isn’t so much what you play as how you 
play it that counts.” That probably 
explains why those New England street 
railway men hold such successful an- 
nual outings. For about three hundred 
and sixty-four days a year, they spend 
approximately twenty-four hours per 
day coaxing street cars up and down 
the remaining rails in the old New 
England States. But one day in each 
successive year, they abandon the street 
cars to their own devices and fore- 
gather at some chosen spot to renew 
their youth and also their old ac- 
quaintances. 

Thus it befell that on the last Thurs- 
day in July of the year 1922 A.D., there 
assembled at Newport, R. L, a goodly 
crew of managers and motormen, pur- 
chasing agents and selling agents, in 
just about every kind of official and un- 
official that has anything whatsoever to 
do with making the trolley cars trolley. 

There stands in the public square at 
Newport, a queer looking round stone 
structure, known as the Old Stone Mill. 
Legend connects this piece of masonry 
with the landing of the Norsemen, sev- 
eral centuries before Columbus shoved 
off from the sunny shores of Spain to 
discover the New World. Why they 
spent their time laboriously rearing 
this queer monument when there are so 
many more interesting things to see 
and do in Newport, no one seems to 
know. The members of the New Eng- 


land Street Railway Club did nothing 
so foolish. They came to Newport for 
a good time. And they had it! 

The crowd began to arrive at New- 
port Beach about ten o’clock in the 
morning. They came from all over 
New England. Incredible as it may 
seem, there is, here and there, a railway 
man who can still afford to own an 
automobile, or at least a flivver. 

The pre-arranged program consisted 


entirely of sports, and the most popular ~ 


sport seemed to be eating. When they 
weren’t eating, most of the delegates 
and their wives or friends were dancing. 
However, there were enough athle- 
tically inclined present to run off the 
scheduled sporting events and carry 
home the prizes. Many really valuable 
articles were donated by various mem- 
bers as prizes for the different events. 
The ladies as well as the men were re- 
membered by the committee on ar- 
rangements, and many a New England 
home was blessed with the addition of 
an electric flat-iron, electric curling 
iron, silver bureau set, or other vanity 
dear to the heart of the housewife. 
The arrangements had failed to in- 


clude a baseball game, but Edward 


Dana, the enthusiastic general manager 


of the Boston “L” would never permit | 


a New England Street Railway Club 
outing to go into history without the 
annual battle of bats between the rail- 
way men and the supply men. So two 
teams were improvised of anyone who 
could be impressed into service, and 
historic opponents clashed arms while 
there beside the sad sea waves the 
helpless clams buried in the sands 
below, trembled at the disturbance 
above. The railway team, captained by 
Ed Dana, and ably assisted by R. B. 
Stearns on third base, is reported to 
have won the historic contest by the 
score of 10-6. “Charlie” Leonard, 
Superintendent of Division 1, of the 
Boston Elevated was umpire, and carp- 
ing critics claim that this accounts for 
the result. 

Nearly three hundred people sat 
down to one of the famous Newport 
Shore Dinners in the big pavilion at 
Newport Beach, and for nearly an hour 
the clashing dishes competed with the 
crashing surf outside, while a seem- 
ingly tireless group of instrument 
players, humorously referred to as 
musicians, made the rafters ring with 
jazz. ‘Short speeches of welcome were 
made by Mayor J. P. Mahoney of New- 
port, and the Honorable Clark Burdick, 
Congressman from the First Rhode 
Island District. 

As the shades of evening fell, the 
party took to the automobiles, again. 
An hour’s ride was enjoyed around the 
famous Cliff Drive. Then the day was 
done. 

The committee in charge of the out- 
ing consisted of A. E. Potter, president 
of the club, Edward A. Brown, H. B. 
Potter, W. W. Field, Howard F. Fitch, 
Edward P. Gosling and John W. Bell- 
ing. Edward H. Wilkinson, was in 
charge of the athletic events and the 
awarding of prizes. 
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| Association Convention Dates 

. Name and Address 

z) Name of Association Date Location of Secretary 

g Central Electric Railway 

| Accountants eacuiation Aug. 25-26, 1922 Michigan City, Ind......... L. E. Earlywine, 308, Trac- 
pon Terminal, Bldg., 
ndia . ‘ 

Amer. Inst., Elec. Engineers, ee ys a 

Pacific oast. Svc diet auce ea ue eth T9222 Vancouver iss Oanatares o - . 6. ....... 0c ces 


Sept., 


Central Elec. Traffic Ass’n. Sept. 22-23, 1922 


: Nat. Assn. Ry. & Utilities 
; Commissioners, Nat. Con- 
ventions ic el See bee 


Illinois State Elec. Assn... 


Sept. 26-30, 1922 
Sept. 28-30, 1922 


Colorado Elec. Lt., Pwr. & 
Ry. Assn., State Conven- 
tion with Rocky Mountain 

E. L. A 


Division of N. Sept. 11-13, 1922 


Amalgamated Asso. St. & 
Elec. Ry. Employees in 


national convention...... Sept, 1922 R. L. Reeves, 260 E. High 
St., Detroit, Mich. : 
Amer. Elec. Railway Assn. 
and Affiliated Assns...... Octs 2-6; 1922. Chicago; Tl’... +... ane J. W. Welsh, 8 W. 40th 
St., New York City 
The Electrical gal ae 
aris ExpOsEROn:, ime tOck 2-14,. 1922." New York, Now. Cora eeeee Arthur Williams, _ Pres., 
' Irving Place and 15th 
\ St., New York City 


Hot Springs, Ark... ...:.... 


Webster Lake, Ind.......... 


Oakland, Cal........: 


R. I. Brown, Little Rock, 
Ry. & Elec. Co., Little 
Rock, Ark. 

L. E. Parlywine, Secy., 308 
Traction Terminal Bldg., 
Indianapolis, Ind. 


Detroit; Mach../4 cen ween Jas. B. Walker, Pelham 
Manor, N. Y. 

French Lick Springs, Ind.... R. V. Prather, 305 Tll., 
Mine Workers Bldg., - 
Springfield 

Glenwood Springs, Colo.... Miss M. B. Baker, Gas & 
Elec. Lt. Co., Denver, 
Colorado 


_ Executive Committee Meets 
on Lake Erie 


HE American Association executive 
committee held its July meeting on 
the 28th, aboard the yacht Tillicum, as 
guests of F. R. Coates, president of the 
Community Traction Company, Toledo, 
Ohio. The members appreciated this 
_ welcome change for the location of the 
meeting as one conducive to a more 
comfortable discussion of business. than 
hot city offices. In holding its mid- 
summer meeting on board the Tillicum 
the executive committee followed the 
precedent set last year by the com- 
mittee on company and associate mem- 
bership. 
_ A large part of the time of the com- 
mittee was devoted to a discussion of 
a report submitted by the trackless 
transportation committee, but no action 
was taken pending a further discussion 
at the August meeting. 

In his regular report as executive 
Secretary, J. W. Welsh said that the 
association is now on a basis of 
‘paying all pills as presented. There 
are, however, unpaid dues in excess of 
$37,000, which Mr. Welsh is. endeavor- 
ing to collect before the end of the 
fiscal year (Oct. 31) when association 
funds naturally are low. 

In reporting for the subjects and 
meetings committee, C. D. Emmons 
Said that he felt he could predict a suc- 
cessful Past-Presidents’ Day as one of 
the substantial features of the October 
convention program. Already a large 
number of past-presidents have sig- 
nified their willingness to contribute 
each his four or five minutes of com- 
ment on the problems of the day. 

A report of the special committee on 

mstitution and by-laws recommended 


{ 


an amendment to the constitution which 
would require at least nine (in place 
of the present twelve) meetings of the 
executive committee each year. The 
last meeting for the retiring committee 
and the first for the new would precede 
and follow the annual convention,, re- 
spectively; a third would be held at the 
midyear conference and the other six 
as set by the executive committee at its 
first meeting. This seemed to be the 
average estimate of the desirable num- 
ber of meetings as disclosed by a mail 
poll of the members of the present 
executive committee, including the ac- 
tive officers and past-presidents. 

The amendment as proposed and ap- 
proved by the executive committee for 
action by the association in October, 
is as follows: 


Section VI—(d)—The executive commit- 
tee shall hold nine regular meetings during 
the association year and such special meet- 
ings as may be necessary. Three of these 
regular meetings of the executive commit- 
tee shall be held at the time of the meetings 
of the association, one being held immedi- 
ately before the annual convention, one 
immediately after the annual convention 
and one at the time of the mid-year meet- 
ing of the association. The times and 
places of the remaining regular meetings 
shall be fixed by the executive committee 
at its first meeting in the association year. 

The special meetings may be called by 
the president or by any five members of 
the executive committee. Seven voting 
members of the executive committee shall 
constitute a quorum at all meetings. 

The executive secretary shall give such 
reasonable notice of all special meetings as 
the committee shall by vote prescribe, and 
all such notices shall as far as practicable, 
specify the business to be brought to the 
attention of the committee at such meet- 
ings. 


The executive committee also con- 
sidered the advisability of permitting 
representation of its members’ by 
proxies but after full discussion it was 
decided not to favor this practice. 

The committee also adopted an ap- 
propriate resolution on the death of 
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C. B. Holmes, president of the Amer- 
ican Street Railway Association in 
1887 and 1888. 

Those present at the yacht meeting 
of the committee were: President R. I. 
Todd; Vice-Presidents C. D. Emmons 
and F. R. Coates; L. H. Palmer, W. H. 
Sawyer, L. E. Gould, Geo. Tontrup; 
Past Presidents C. L. Henry and J. J. 
Stanley; Executive Secretary J. W. 
Welsh, and the following guests: H. B. 
Flowers, E. M. Walker, W. S. Rodger, 
M. B. Lambert, H. J. Kenfield and H. V. 
Bozell. 

The next meeting of the executive 
committee was scheduled to be held in 
New York City, Friday, Aug. 25. 


Engineering Association Nomina- 
tions Announced 


HE committee on nominations of 

the Engineering Association ap- 
pointed has submitted the following list 
of nominees for officers and members 
of the executive committee for the 
coming year. 

President—L. C. Datz, chief engineer 
the Little Rock Railway & Electric Com- 
pany, Little Rock, Ark. 

First Vice-President—H. A. Johnson, 
assistant to general manager, Met- 
ropolitan West Side Elevated Ry., Chi- 
cago, Ill. 

Second Vice-President—C. H. Clark, 
engineer of maintenance of way, Cleve- 
land (Ohio) Railway. 

Third Vice-President—R. C. Cram, 
engineer surface roadway, Brooklyn 
Rapid Transit Company, Brooklyn, N. Y. 

Secretary and Treasurer—James W. 
Welsh, New York, N. Y. 

For members of executive com- 
mittee: Charles R. Harte, construction 
engineer The Connecticut Company, 
New Haven, Conn.; Daniel Durie, gen- 
eral superintendent West Penn Rail- 
ways, Connellsville, Pa.; R. H. Dal- 
gleish, chief engineer Capital Traction 
Company, Washington, D. C.; E. H. 
Scofield, engineer of power Twin City 
Rapid Transit Company, Minneapolis, 
Minn. 

The members of the nominating com- 
mittee, making the above report are: 
H. H. Adams, chairman; E. R. Hill, 
Sidney Withington, M. B. Rosevear and 
W. F. Graves. 


Exhibit Space Being Assigned 


HE Convention Committee on ex- 

hibits has commenced the assign- 
ment of exhibit space on the Municipal 
Pier to those manufacturers which up 
to this time have sent in their applica- 
tions. Up to Tuesday, August 1, 51,000 
sq.ft. of exhibit space had been applied 
for, and at the rate that applications 
are being received it is expected that 
the remaining 10,000 ft. will soon be 
taken. Should requests be received for 
more than 60,000 sq.ft. provision for 
additional exhibitors can easily be 
made. Some little trouble was experi- 
enced in meeting the requests of ex- 
hibitors as to location of space because 
of the long narrow shape of the pier- 
house. 
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Recent Happenings in Great Britain 


Municipal Tramway Financial Results—Start of Develop- 
ment Work on London Underground Railways— 
Electrification Completed 


(From Our British News Representative) 


WING to the season of the year 

this letter is largely devoted to 
financial matters. In order that readers 
may see how the big municipal tramway 
concerns are weathering hard times, an 
indication is given of the accounts now 
being issued in regard to a few of the 
most important of these undertakings. 
The poor showing of London is largely 
explained by the high capital charges 
for the conduit system and the intensity 
of motor omnibus competition. Neither 
of these factors prevails elsewhere. The 
finance of the London underground rail- 
ways and the beginning of their big 
new development work also receive at- 
tention. So do the completion of the 
London & North Western Railway sur- 
burban electrification and the envelop- 


ing success of Glasgow Town Council. 


There are indeed many “happenings” at 
present on this side of the water. 


Municipal Results Elsewhere 


The accounts of the London County 
Council Tramways for the year ended 
March 381 last show a deficiency on 
working of £88,757 after payment of 
all charges including interest and sink- 
ing fund. The total revenue was 
£4,904,427 in the previous year. After 
paying operating expenses and half the 
cost of renewals there was a surplus of 
£570,581, against only £65,134 in the 
preceding year. After allowing, however, 
for capital charges, there is the deficit 
stated above. ‘The passengers num- 
bered more than 688,000,000, or a trifle 
less than the preceding year, but the 
average fare was higher. The miles of 
route operated number 156; the receipts 
per car mile were 20.39d. (against 
19.91d.); the working expenses were 
17.68d. per car mile (against 19.3d.). 
In the current year the whole (instead 
of the half) of the cost of renewals 
will be charged to revenue, but despite 
that it is estimated that there will 
be a surplus of £38,337. 

The accounts of Glasgow Corpora- 
tion Tramways for the year ended May 
31 last show that the receipts were 
£2,350,752, a decrease on the previous 
year of £42,101, while the expenses, 
including £413,521 in respect of main- 
tenance and repairs, amounted to 
£1,804,652, being £133,012 less than the 
costs of the previous year. Various 
amounts, which included £309,349 in 
name of renewals and depreciation, 
have been set aside, leaving a balance 
of £152,723 from which there falls to 
be deducted £2,735 the balance of the 
deficit for 1919-20. This, accordingly, 
Jeaves an available surplus amounting 
to £149,988 to be placed to the credit 
of the Common Good. Considerable 
economies have been effected with re- 


gard to general expenses, which are 
almost £36,000 lower than last year’s; 
maintenance and repairs, which have 
been decreased by over £48,000, and 
power expenses, which are reduced by 
nearly £37,000. Since June, 1914, the 
department has been carrying its own 
third party accident risk. The sum 
of £40,000 has been placed at the credit 
of this fund for the past year; the 
claims and other expenses paid in con- 
nection with the fund during the year 
amounted to £35,821, and the balance at 
the credit of the fund on May 31 was 
£20,841. With regard to the employ- 
ers’ liability and workmen’s compensa- 
tion risk, which the department took 
over in June, 1915, the sum placed to 
the credit of the fund for the year was 
£3,500; claims and other expenses 
amounted to £2,022, and the balance 
stands at £5,282. The cars in stock 
number 956. 

The accounts of Birmingham Cor- 
poration Tramways for the year ended 
March 31, 1922, show that the total 
receipts were £1,520,741 compared with 
£1,156,654 in the previous year. The 
total expenses were £1,164,591, against 
£1,328,943. The credit balance was 
thus £356,150, against £327,711. After 
meeting interest, sinking fund, etc., 
there was a net profit of £192,541, of 
which £71,524 was carried to suspense 
account and £121,017 to renewals fund 
account. The number of cars in use 
is 636. 

The accounts of Manchester Corpora- 
tion Tramways for the year ended 
March 31, 1922, show that the total 
revenue was £1,994,577, as compared 
with £1,813,401 in the previous year. 
The working expenses were £1,519,838, 
against £1,507,506. After meeting in- 
terest on the redemption of capital 
charges, there remains £256,572, against 
£124,429 in the preceding year. Out of 
this, £218,842 goes to renewals fund 
and the remainder to the payment of 
income tax. The traffic revenue per 
car mile was 24.36d., against 23.12d., 
and the working expenses were 18.74d., 
against 19.34d. The passengers num- 
bered 281,140,974 against 277,738,710. 
The route length operated is 120 miles. 


London Underground 
New Capital 


In the end of June the London Elec- 
tric Railway Corporation and the City 
& South London Railway Corporation 
made an issue of £2,500,000 of second 
debenture stocks of the price of 94. The 
rate of interest is 44 per cent. This 
is the sequel to obtaining a Govern- 
ment guarantee under the Trade Facil- 
ities Act of principal and interest of 
the new capital for the improvement 


and extension of London underground 
railway system. 

The works authorized by Parliament 
to be constructed by the London Elec- 
tric Railway Corporation are an exten- 
sion of 4% miles from Golders Green 
to Hendon in the northern outskirts of 
the metropolis, a junction line connect- 
ing the City & South London and the 
Charing Cross and Hampstead lines at 
Camden Town, a junction at Hammer- 
smith between the Great Northern and 
Piccadilly line and the London & South 
Western Railway, the reconstruction of 
various stations, and the provision of 
additional rolling stock. An extension 
of time for the completion of these al- 
ready authorized works to 1926 is pro- 
posed. The works to be carried out 
by the City & South London Corpora- 
tion are an enlargement of tunnels 
so as to make them of approximately 
the same diameter as those of the other 
“tube” railways, and the provision of 
new rolling stock. The carrying ca- 
pacity of the City & South London Rail- 
ways will be doubled. 

In the end of June the City & South 
London Railway Corporation issued 4 
notice that on Aug. 9 the northern 
half of the railway (namely the part 
between Moorgate and Euston stations) 
will be closed. On that date the work 
of reconstruction of the tunnels will be 
begun. In substitution for the railway 
facilities, a three-minute service of mo- 
tor omnibuses will be run on the streets 
between Euston Road and Moorgate. 


Congratulations to 
North Western Railways 


The London suburban electrification 
scheme of the London & North Western 
Railway Company is now complete. 
The last section to be electrified, that 
from Euston to Chalk Farm, began 
electrical working on July 10. The 
scheme has been frequently described, 
but a few main points may be recalled. 
With the exception of the mile and a 
half from Euston to Chalk Farm, the 
rest of the lines have been working 
electrically for some time, some for 
several years. The completion was de- 
layed by the war and by the enormous 
works required at the complicated 
Chalk Farm junction and by the con- 
struction of additional tunnels under 
the adjoining Primrose Hill. The total 
length of route electrified is some 
380 miles, including associated limes 
over which the company runs its trains. 
There are two routes from the center 
of London (Broad Street and Euston) 
which unite at Chalk Farm, whence the 
line goes on to Watford. There are 
also the Hampstead loop and the 
branches to Earl’s Court and Richmond. 
Further, there is through running to 
and from the south of London by 
a junction with the Baker Street & 
Waterloo (tube) Railway. Apart from 
occasional tunnels, all the lines are on 
the surface except the Baker Street 
& Waterloo, the mileage of which is 
not included in the above total. It is 
eight years since the first of the con- 
verted lines was operated electrically. 


~ News of the Electric Railways 
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Concluding Stage Reached 


Buffalo Company Proceeds 
Jitneys Now That Railway 


Against 


Service is Normal 


Herbert G. Tulley, president of the 


‘International Railway, Buffalo, N. Y., 


-has made a formal demand on Mayor 
Frank X. Schwab to stop all jitney and 
bus lines operating within the city in 
violation of the state laws. If the 
Mayor fails to enforce the law, the legal 
‘department of the International will 
apply to the courts for a writ of man- 
damus requiring the municipal author- 
ities to rid the streets of jitneys. 
This move on the part of the Inter- 
national was prompted because normal 
day and evening service is being given 
on all local and interurban lines of the 
company and night service on most 
lines is continuous up until 12:30 a.m. 
In explanation of this demand on the 
Mayor to rid the city of jitneys, Pres- 
ident Tulley issued this statement: 


To avoid inconveniencing the riding pub- 
lic, the International Railway has refrained 
‘from proceeding against unlawful jitney 
operation until it could again itself render 


adequate service. The International Rail- 


way is now operating day and night cars on 


all Buffalo lines and _ has _ therefore, 
petitioned the proper authorities to order 
the discontinuance of jitney competition. 


There have been many desertions 


from the ranks of the strikers’ and 


many former employees have signed up 
with the company to operate cars. The 


-great bulk of the employees now oper- 


ating cars, however, are vacationists 
from the Philadelphia Rapid Transit 
Company, biz there are a few men from 
Baltimore, New York, Albany and Troy. 
More than 80 per cent of the men are 
housed at Camp Tulley at the Cold 
Springs barns. 

Members of the New York state con- 
stabulary who were detailed to active 
duty in Buffalo during the early days 
of the car strike to protect the com- 
pany’s property and prevent riots have 
been withdrawn from the city. 

With the removal of the jitney lines 
from the streets, President Tulley of 
the International believes’ that the 
. strike will be practically ended. Pas- 
sengers then will begin riding and it is 
expected normal conditions again will 
prevail. The company has recruited a 
sufficient force to operate normal serv- 
ice on all lines even during the morn- 
ing and evening rush hour periods. 
Police are riding in each car and motor- 
‘cycle patrolmen are stationed at im- 
portant intersections throughout the 
city in case of rioting or disorder. 

After the Chamber of Commerce and 
-the International had rejected his pro- 
posal for each to designate five mem- 
bers of a committee to investigate the 
strike, Mayor Frank X. Schwab ap- 

einted his own committee which 
finally submitted majority and minority 
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reports, being unable to agree as to 
which side mwas responsible for the 
trouble. 

Both reports reviewed at length the 
causes leading up to the strike but did 
not touch upon any phase of the com- 
pany’s viewpoint because President 
Tulley of the International refused to 
participate in the investigation. 

In declining to appear before the cit- 
izens’ committee, Mr. Tulley issued this 
statement: 


Mitten policies saved Buffalo from a 
threatened strike during the Pan American 
in 1901 and for more than ten years kept 
Buffalo street railways free from strikes. 
Mitten influence was withdrawn from Buf- 
falo in 1912. Unionism then became 
dominant and discipline suffered. No man 
could work without first joining the union 
which, in 1918 during the war, broke its 
contract with the International Railway 
and subjected Buffalo to a long drawn out 
strike. 

Mitten management has publicly proved 
that the present strike could not have oc- 
eured if the union had faithfully observed 
the terms of the Mitten-Mahon under- 
standing which, at the local union’s own 
request, had been extended to cover 1922. 
Mitten management will not participate in 
futile hearings planned by the union and 
the Mayor further to mislead the men, who 
by false hopes are encouraged to hold out 
against the company while the opportunity 
of regaining their former places is rapidly 
slipping away. 

Mitten management present procedure 
will remove the possibility of further 
strikes and, while still endeavoring, with 
the help of Philadelphia Rapid Transit 
vacationists, to save all possible jobs for 
the misled strikers, Mitten management 
will have no further dealings with this 
union which has repeatedly repudiated its 
own undertaking. 


The action taken by the company 
against the operation of the buses was 
successful to the extent that the Public 
Service Commission ruled on Aug. 3 
that it considered the operation of the 
buses illegal in that the owners were 
operating without the consent of the 
commission. 


Municipal Operation Begun 
in Ashtabula 
Ashtabula is the first city in Ohio 
to try municipal ownership of its street 
car lines. The city formally took over 
the Ashtabula Rapid Transit Com- 
pany’s property on Aug. 1. Purchase 


-of. the property for $150,000 was 


authorized by the voters last spring. 
The money for the purchase of the 
bonds on the lines was obtained from 
a surplus contained in the city’s mu- 
nicipal electric light fund. This sur- 
plus was due to the fact that a $1,000,- 
000 bond issue had been sold for ex- 
tending the municipal light plant and 
only $760,000 of it. spent because of 
price reductions made before the light 
plant extensions were built. 

Fare on the Ashtabula municipal 
lines will continue to be 8 cents, accord- 


ing to city manager W. M. Cotton. 


The city also plans soon to issue $35,000 
of bonds for the purchase of one-man 
cars. 


. “It is interesting to note that bond 


issues recently authorized by the Ash- 
tabula City Council including the $150,- 
000 for the purchase of the city rail- 
ways, now brings that city’s bonded 
indebtedness up to within $20,000 of 
the amount it is legally permitted to 
have. 


Awaits Referendum Election 
in Akron 


An unusual situation has arisen in 
Akron, Ohio, where The Northern Ohio 
Traction & Light Company operates a 
city system in conjunction with its in- 
terurban lines. A special referundum 
election has been called for Aug. 8 and 
the electorate called upon to vote upon 
a temporary franchise to remain in 
force until February, 1924. The fran- 
chise was passed by the City Council 
last April and provides for: 

1. Construction of a new line from the 
downtown district on Main Street across the 
new $2,000,000 viaduct, through the North 
Hill district to Cuyahoga Falls Avenue on 
the north, a distance of nearly one mile. 

2. Establishment of eight new bus lines 
as feeders to the present street railway 
system. 

8. Rebuilding of a portion of the West 
Hill line, 

4, pontin uation of the 5-cent fare until 
Feb. 1, 4, 

The referendum petitions, containing 
nearly 4,000 names, were filed fifty- 
nine days after the Council passed the 
franchise ordinance.- The city charter 
provides petitions must be filed within 
sixty days. The state constitution pro- 
vides they must be filed within thirty 
days. 

Following the calling of the election, 
The Northern Ohio Traction & Light 
Company announced that it had bought. 
all material for all work provided for 
in the franchise and that, “having faith 
in the voters of Akron” it would at 
once begin:— 

1. Laying tracks on the viaduct so the 
structure could be opened for public use 
without delay. (Tracks are being laid.) 

2. Rebuilding the West Market Street 
line immediately (the work is nearly com- 
pleted). 

3. Purchasing buses and installing the 
routes as fast as the buses arrived. (Most 
of them are now in service.): 

So far as can be determined at this 
time there is little or no opposition to 
the franchise. Many voters who signed 
the petitions have since announced that 
they signed with a misunderstanding 
of the petition. By the time the elec- 
tion is held practically all provisions of 
the contract will have been carried out, 
and if the franchise is defeated the only 
effect of it might be to reduce the fare 
to six tickets for 25 cents. In view of 
the fact that the legality of the refer- 
endum is in doubt, it is probable, how- 
ever, that even this would not happen. 
But there appears little doubt that the 
franchise will carry a heavy vote. The 
company is making no aggressive cam- 


paign. 


208 


ELECTRIC RAILWAY SE Sa 


Terminal Project Revived 


More Than $1,000,000 Ready for Invest- 
ment in-Kansas City—Industrial 
Line Sold Under Foreclosure 


Development of the Kansas City- 
Outer Belt Electric Railway, a project 
originally conceived by Arthur E. Still- 
well twenty years ago, seems about to 
be undertaken. The property has been 
in the hands of a receiver for thirteen 
years. It was auctioned on June 28, 
but the highest bidder at this auction 
may not secure the property, as con- 
firmation of sale is being held up pend- 
ing action by the Federal Court in 
September. Whether or not J. J. Heim 
and his associates, who were the high 
bidders, secure the property, the im- 
provement is said to be definitely as- 
sured. 


LINE WILL TOUCH UNDEVELOPED FIELD 


The project is significant as an un- 
dertaking in that it has for its object 
the construction of a belt line practically 
encircling Kansas City on the west, 
passing through a district that is now 
largely undeveloped industrially, touch- 
ing bottom lands of two rivers. 

The present developed industrial sec- 
tions admit of very little further ex- 
pansion. They are well served with 
railroads, switching facilities and “belt 
lines.” The Outer Belt railroad is laid 
out to connect the undeveloped indus- 
trial sites of the Missouri bottoms, 
north, with the large industrial areas, 
only partly developed, along the Kaw. 

The Outer Belt Company had graded 
practically all of the right-of-way, 7 
miles, entirely through Kansas City, 
Kan., from the Missouri to the Kaw. It 
owns about 245 acres of potential in- 
dustrial switch property. Included in 
the tract are 40 acres in Clay County, 
Mo., across the Missouri from the large 
undeveloped tracts of Missouri River 
bottom lands in the State of Kansas. 
The Outer Belt Company has a site for 
a bridge across the Missouri connecting 
its holding in Missouri and in Kansas— 
a bridge which it has been declared 
must ultimately be built at or near this 
site eventually for accommodation of 
business. The company also owns 50 
acres along the Kaw River, where in- 
dustrial development is now proceeding; 
12 acres adjacent to the Procter & Gam- 
ble soap factory, and 6 acres adjoining 
the plant of Peet Brothers. Ample 
acreage is reserved for the railroad’s 
own yards. 


WILL SOLVE FREIGHT CONGESTION 


The Outer Belt right-of-way touches 
several steam railroads at various 
points. In the northeastern part of 
Kansas City, Kan., it crosses the Mis- 
souri Pacific and the Chicago Great 
Western. It also crosses the tracks of 
the Kansas City & Northwestern near 
the latter’s station and yards, suggest- 
ing further possibilities for electric 
service for freight. The Outer Belt 
touches the Union Pacific and Rock 
Island near the Kaw River; and a 
bridge over the Kaw would provide 


counéetion with the Santa Fe near the 
latter’s chief yards. 

The factors that have caused more 
than local interest in the future of the 
Outer Belt road are increasing conges- 
tion in freight movement despite elab- 
orate and efficient facilites, and the 
ultimate necessity for expansion into 
industrial districts: not now extensively 
utilized. Many of these problems it is 
thought, could be solved by the com- 
plete development of the Outer Belt. 

The original promoters of the Outer 
Belt conceived of it as an adjunct of 
the Kansas City, Mexico & Orient Rail- 
road. Twenty years have made such 
changes in freight-moving conditions, 
however, that it is now conceived by 
most observers as a factor in elec- 
trically moved freight cars, either as 
an adjunct of an existing electric line, 
or as serving in terminal capacity to 
both electric and steam roads. The 
Kaw Valley line, which serves an in- 
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dustrial section the development of 
which has scarcely begun, now does as 
much freight as passenger business, so 
that the possibilities for an electric 
freight service in the valleys of both 
the Kaw and the Missouri may be 
considered fairly important, even as 
subsidiary to an electric line now oper- 
ating. 

The Kansas City-Outer Belt Electric 
Railway was promoted by Kansas City, 
Mexico & Orient interests, which had 
spent more than $2,500,000 on it. The 
bonds of the Outer Belt are owned by 
the bondholders of the Orient Railroad, 
which also is in bankruptcy. W. T. 
Kemper, receiver for the Orient, was 
a bidder at the auction, bidding up to 
$302,000. J. J. Heim and the interests 
identified with him, bid $330,900, which 
was not topped. Mr. Kemper has filed 
a motion to arrest the sale, and con- 
firmation to Mr. Heim probably will 
not come before the court until Sep- 
tember. 

Mr. Heim is the chief owner of the 
Kansas City, Kaw Valley & Western 
Railway, an electric line. He and other 
officers were unwilling to discuss the 
project, pending action on their bid. It 
is well known, however, that if their 
bid is successful, probably more than 
$1,000,000 will be spent to develop the 
line as an electric terminal railroad. 


Indianapolis Property Relieved 

of Paving 

The Indiana Public Service Commis- 
sion has relieved the Indianapolis Street 
Railway from the expense of paving 
between the tracks. It granted a peti- 
tion which the company filed asking it 
to set aside an order of the city Board 
of Works, made under the authority of 
a city ordinance and directing the com- 
pany to pave between tracks in certain 
streets. Although the order for paving 
was issued\by the Board of Works, the 
proceeding before the commission was 
a friendly one and was’ so understood 
by the board and the city administra- 
tion. Mayor Shank, himself, in a state- 
ment he made public, paved the way for 
procuring greater income for the car 
company. 

The commission decided that when 
the company surrendered its franchises 
under the 1921 act, it was relieved from 
all obligations imposed by the old fran- 
chises and that the city had no author- 
ity to reenact the provisions by means 
of an ordinance. The order establishes 
a principle also at issue in Kokomo, 
East Chicago and other cities of the 
State. The commission said: 
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It is not the province of the commission 


to say whether the paving between the 
tracks should be paid for by the abutting 
property owners, by the owners of vehicles 
or by the city out of its general fund, but 
it is certain that the street car _ riders, as 
a group, should not be assessed for such 
paving and, therefore, that the ordinance 
should be held to be unreasonable. 


The commission referred to the poor 
financial condition of the Indianapolis 
Street Railway saying that a serious 
deficit from its operation now existed. 
Further, that no dividends had been 
paid in the five or six last periods past 
and that the company was in dire need 
of funds, and lacked credit by which it 
could finance improvements. 


Railway’s Propaganda Helps 
to Reduce Accidents 
Through newspaper and card publicity 
the Monongahela Power & Railway 


‘Company, Fairmont, W. Va. has entered 


whole heartedly into the national Care- 
ful Crossing Campaign and as a result 
the number of accidents on road and 
street erossings along the lines of the 
local company is greatly reduced over 
the showing of a year ago. The com- 
pany has been using its newspaper 
space in urging the public to be cautious 
when crossing over railroad tracks and 
will distribute thousands of cards show- 
ing the dangers of being careless. 


Cleveland and Baltimore 
Compared 

A comparison of the electric railway 
operation in Cleveland and Baltimore 
has been made the subject of a series of 
three articles in the Baltimore Sun by 
Harold E. West. The accounts were 
prepared after Mr. West had been in- 
vestigating conditions in Cleveland fol- 
lowing an announcement that fares in 
Cleveland would go down to 5 cents 
after Aug. 1. His articles explained 


in detail the service-at-cost franchise — 


and how it came to be put in operation 
in Cleveland. 


‘ 
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Surface and Elevated Lines Tied Up in Chicago 


Review of Twelve Days’ Parley When Placed Before Men Results in 
Vote to Go Out—Elevated Men Quit in Sympathy 


HICAGO is walking to work. At 
least a large part of it is, for both 
the surface and the elevated lines there 
are tied up by a strike declared on the 


morning of Aug. 1. The disposition of 


the steam railroads and the owners of 
autos and trucks has been to do every- 
thing possible to transport the workers 
in the emergency, but the steam rail- 
roads themselves are suffering from a 
strike among their own employees and 
no amount of traffic by motor vehicle 
can be made to compensate for the 
service of the surface and elevated 
lines. 

So far as the Chicago Surface Lines 
are concerned the action of the men in 
going out was more or less deliberate, 
but in the case of the elevated men it 
was precipitate. The meeting of these 
men—if it can really be called a meet- 
ing—was stormed. As soon as the fact 
had been established that the surface 
men had voted to go out, about 300 
elevated men staged what purported to 
be a meeting and after voting they then 
sent couriers to all the terminals to 
notify the men not to man the elevated 
cars in the morning. To have placed 
in operation the machinery for a bona 
fide vote among the elevated men would 
lave required several days and have 
resulted in the operation of the elevated 
for at least two days after the surface 
lines had shut down. This was a con- 
tingency fraught with so many ele- 
ments of danger to itself that the union 
sought safety in the expedient of call- 
ing an impromptu meeting and voting 
at this gathering—for such it was— to 
go out at once. 

At the meeting of the surface men 
on the evening of July 31, President 
Quinlan of the union presented to the 
men a summary of the events of the 
previous twelve days reviewing the 
wage negotiations, more particularly 
the events of the day then drawing to 
a close. The decision of the men was 
that matters should be brought to a 
climax by the men going out. 

The negotiations of the last few 
weeks between the men and the man- 
agements have been reviewed at length 
in the Electric Railway Journal. In 
short, the street railway men are strik- 
ing for a higher wage than the Surface 
Lines have offered them and for con- 
tinuance of the eight-hour day. They 
were first offered a contract for one 
year at 60 cents an hour, 20 cents less 
than they have been getting, and time 
and a half after nine hours instead of 
eight. They rejected the offer and a 
compromise offer of 65 cents was made. 
This, too, was rejected. The union 
leaders offered to carry back to the men 
for approval a wage offer of 72 cents 


r hour and time and a half after 
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While Still Negotiating 


eight hours, but this the Surface Lines 
rejected. 

The elevated union leaders called out 
their men by reason of an agreement 
with the street railway union. They 
were still negotiating with the elevated 
lines for a wage offer when their meet- 
ing was stormed, but none had been 
made officially up to that time. The 
elevated lines have said only that they 
would not offer a contract for a full 
year at the old scale of 82 cents. 

Mayor Thompson, President Henry 
A. Blair of the Chicago Surface Lines, 
President Mahon of the Amalgamated 
Association, President Quinlan of the 
Surface Lines’ Union and President 
Mylon of the. Elevated Lines’ Union 
were all prompt to issue statements. 
Mayor Thompson referred to the 
probable policing arrangements and 
said that he would welcome any effort 
made to settle the strike. 


“Mr. Blair said: 


In_ yesterday’s conference with union 
chiefs, business men, and city officials, I 
made no newer offer than that authorized 
several days ago by the board of control 
of our company. I will be glad to meet 
with union officials and convey any pro- 
posal made by them to the board of control. 


Mr. Mahon said: 


As I explained to the Council committes 
last night, I have made every effort within 
my power during the last twelve days tq 
bring the officers of the company and the 
employees together and avert a strike. I 
am more than sorry at the turn things have 
taken. I will now leave the situation in 
the hands of the local officers, with hopes 
that they may be able to bring about a 
speedy settlement. 


Mr. Quinlan said: 


I held the men as long as I could. We 
made every effort to avert the walkout. 
We offered arbitration; we offered to com- 
promise. Our offers were rejected. The 
men were fully informed as to the situa- 
tion; they made their decision. 


Mr. Mylon said: 


I had an agreement with President Quin- 
lan under which we were to call a meeting 
Wednesday night to act on the strike; we 
planned to walk out—if we did go out— 
Thursday morning, Events of last night 
left us facing either an immediate strike or 
going back on the men who are employed 
on the Surface Lines. I called an emerg- 
ency meeting; those present decided to go 
out at once. 

Chicago began the second day of the 
complete tieup of its elevated and sur- 
face lines with industry functioning al- 
most normally on emergency methods 
of transportation. No effort has yet 
been made to resume local railway 
service, nor is there any prospect of 
any attempt being made to restore 
service for several days. The traffic 
tangle of the first day in the so-called 
loop district, where most of the office 
buildings and stores are located, has 
largely straightened itself out with auto 
drivers becoming more familiar with 
the one-way traffic rules. The jam on 
Michigan Boulevard, the principal 
north and south drive, was absent on 


the second day because many automo- 
bilists were diverted to other streets. 
Conditions in that locality were also 
benefited by keeping the buses of the 
Chicago Motorbus Company out of the 
loop. Very few buses have come into 
the city from outside towns and the ef- 
fect of those that have come, upon 
traffic, is negligible. The vacant seats 
in private automobiles so completely 
filled the gap that operators of im- 
provised buses charging 25 cents for a 
short haul had trouble filling their cars. 
Some carriers attempted to capitalize 
the opportunity by charging 50 cents or 
more for the 6 miles from the down- 
town district to Wilson Avenue. 

The efforts of the steam roads to aid 
the tangle has been one of the out- 
standing features. The Chicago & 
Northwestern carried 90,000 into the 
loop on Tuesday. The Illinois Central 
is now prepared for 200,000. All other 
roads have greatly augmented their 
service by, adding more trains and 
opening emergency _ stations. The 
North Shore interurban is operating 
over the elevated as usual, but is not 
carrying any local passengers. 

Both sides appear to chalk up the 
controversy against the politicians. Be- 


tween the companies and the men there 


seems to be no particular unfriendli- 
ness. The Board of Operation of the 
Surface Lines announced on Aug. 2 its 
willingness to sit with the Schwartz 
local committee on transportation which 
Mr. Blair on Aug. 1 refused to meet. 
The latest statement from the Surface 
Lines says there is no intention of at- 
tempting to run the cars with. strike- 
breakers on Aug. 3. The several hun- 
dred men who have been employed 
through various agencies are for ade- 
quate watch service. The board also 
says it will be glad to hold a special 
meeting to listen to any suggestions 
that may be calculated to expedite a 
settlement. 

Mr. Blair and the union leaders met 
on Aug. 2, but the nature of the nego- 
tiations was not made public. It is 
understood, however, that the Chicago 
Surface Lines insists on a thirty-day 
cancellation clause being embodied in 
any agreement since there is possibility 
that the Illinois‘ State Commerce Com- 
mission may order a further reduction 
in fare. No progress was reported 
after the meeting on Aug. 3 between 
the board and union leaders. The com- 
pany insists it will arbitrate all or 
nothing. Mr. Quinlan for the men would 
arbitrate wages between 72 and 80 
cents, but not an eight-hour day. So 
far no attempt has been made by the 
city to get the representatives of the 
men and the officers of the company 
together. 
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John J. Stanley’s Merits 
Receive Recognition 


Friends of John: J. Stanley every- 
where in the industry will subscribe 
heartily to the sentiments about him 
expressed by W. R. H. Hopkins in a re- 
cent letter to the Cleveland Plain 
Dealer. Mr. Hopkins said: 


I read with interest your editorial regard- 
ing the Cleveland Railway, the prospect of 
lower fare and the Tayler plan. Cleveland- 
ers certainly ought to know and appreciate 
the fact that we have the best street rail- 
way service in America. ‘ 

I was especially interested in your recog- 
nition of the fact that the Tayler plan is 
not free from defects and presume you had 
in mind its failure to provide any incentive 
for good management. This one defect 
would have gone far to prevent any lasting 
‘success under the plan had it not been the 

. good fortune of Cleveland to have the oper- 
‘ations under the plan put into the hands 
of John Stanley. 3 : ae 
..-In,any other American city the Tayler 
“plan ‘could not have succeeded as it has in 
-~@leveland, because no other street railway 
. system is managed by a man whose entire 

life Has been devoted to it, whose personal 
» fortune “is largely invested in it, whose Sbil- 
ity. and courage and dogged devotion “in 
management approach : his. 

’ When John Stanley undertook to operate 
_the, Cleveland railway lines under the Tay- 
let plan, he did so’ only because he felt in 
honor bound to do so. He had little reason 
to like it or want it to succeed, but it was 
the best bargain his company could get and 
he gave his honest best to make it suc- 
ceed. 

The result we all know. The Tayler plan 
‘plus John Stanley is a great success. It is 
one of the few things we have that we can 
' safely declare the best of its kind anywhere. 
. This being so, isn’t it about time we quit 
talking about the Tayler plan as an auto- 
matic device of perfection and begin giving 
some public credit to the man who made 
it succeed in spite of its defects? 

A moment’s reflection will suffice to show 
that the proposed reduction of fare was 
- made possible entirely by his courage and 
devotion to the general public interest in a 
situation which must have been officially 
unpleasant and could not have been per- 
sonally profitable to him. 

Let this one debt be fairly recognized. 


Mr. Hopkins promoted and put over 
the Cleveland Belt Line, a steam rail- 
road proposition. He is well known in 
financial and traction circles through- 
out the country. One of his ambitions 
has been to see Cleveland furnished 
with rapid transit service by means of 
a subway. 


New Wage Scale in Effect 


The new wage agreement affecting 
trainmen in the employ of the Tulsa 
(Okla.) Street Railway which became 
effective in April of this year provides 


the following rates of pay in cents per > 


hour: 

Birst® three mmoOnths Ayers taliere se etatets na ste 40 
Next nine monthsii asi. eens ele wee sre 42 
INEXE SIX. IONE Moe ues circ ees ere ee 45 
INGxt -SESOMONEH Sy. oer vis) terete. vere son os seateronerae 48 
AM ST Shc) See Cig OE C Or Mee Mercere 50 


There was practically no other change 
in the working agreement. The old 
scale in cents per hour was as follows: 


Hirst. ‘three “months JaM .cicciinieh » stasuestes 46 
Second. three! smonths:,.4.45).2 cage oa wee 48 
Third, three months? oie wae wo eee aed = 50 
Rourth ‘three montyse ois S ccs acters A 52 
After, twelvex Months 5 voipler. cious ak weep S 


Consider Trolley Business Getter 


Whether or not street cars are a boon 
to business on streets over which they 
are operated is the question brought 
to the fore in Houston, Tex., by the 
change in routing cars which virtually 
takes them from the main street en- 
tirely and instead puts the majority 
of the lines on a heretofore “back 


ELECTRIC 


street.” The change was effected in 
order to overcome traffic conditions and 
is somewhat in the nature of an experi- 
ment, the old tracks being covered with 
a light cover of tarvia. The slow moy- 
ing electric cars before looked on as 
a necessary evil and oftimes considered 
a fit subject for a sacrifice to the jitney 
lines suddenly emerged from their ob- 
security into the limelight as a medium 
of bringing business right to the marts 
of trade. Main Street merchants pro- 
tested to the City Council about the 
cars leaving their street. ; 


Electrification of the Swiss 
' Federal Railways 


The ‘Swiss Government has just ap- 
propriated the amount of 11,000,000 
francs for the purchase of twenty elec- 
tric locomotives. Thus far, the electric 
traffic has proved extremely satisfac- 
tory and it is now intended to electrify 
another 300 km.. It is stated that the 
energy now generated. in the large 
power statidns already jin operation 
and: partly constructed will be suffi- 
cient to supply. the current for another 
800 km. During the next four or five 
years another 100 electric locomotives 
will be required, and as the construc- 
tion of the twenty locomotives will re- 
quire a period of about two years it is 
intended to place the orders for the 100 
locomotives in the very near future. 
All orders will be placed with Swiss 
electrical works to assist this industry 
in Switzerland, which is seriously suf- 
fering from bad economic conditions. 
All the above orders will call for elec- 
tric fast train passenger locomotives of 
90-km. per hour maximum velocity. 


Railway Improving Its 


Terminal 
Line.—The Iowa Transfer Railway, of 
Des Moines, Ia., has applied to the In- 


terstate Commerce Commission for 
authority to issue $40,000 of capital 
stock to purchase an electric engine 
and to extend the electrification of its 
terminal property in Des Moines. 

Will Pay Borough for Paving.—The 
Borough of Castle Shannon has just 
closed a contract with the Pittsburgh 
(Pa.) Railways whereby the company 
is to pay Castle Shannon $22.57 a year, 
in lieu of all pole, car, wire and li- 
cense taxes and liability to clean 
streets. The borough is to do all pav- 
ing between car tracks and is to re- 
ceive $288.24 from the company for 
this purpose. 

Will Care for Employees’ Health.— 
The San Diego (Cal.) Electric Railway 
recently established-a welfare depart- 
ment to care for the health of em- 
ployeés and their families. Claus 


‘Spreckels, general manager of the San 


Diego & Coronado Ferry Company and 
the Point Loma Railroad, as well as the 
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San Diego Electric Railway, in making 
this announcement said that the good 
health -of the employees and their 
families was a matter of first import- 
ance to the transportation companies. 

Louisville Has Talent.—The Inspec- 
tors’ Quartet of the Louisville (Ky-) 
Railway, said to be the only inspectors’ 
quartet in the country, recently was 
presented as the feature of the weekly 
luncheon of the local Kiwanis Club. 
The quartet, composed of George Haley, 
Andrew Anderson, Samuel Merrifield 
and Albert Doerer, gave several songs 
for the edification of its audience. The 
Inspectors’ Quartet also appeared on the 
radio program broadcasted by the 
Louisville Courier-Journal. 


Suggested Trackless Trolley Solution, 
—No settlement has yet been made by 
the City Council of Champaign, Il. 
and representatives of the Urbana & 
Champaign Railway in the matter of a 
franchise. The company and city are 
to share the expense of paving Church 
Street. The company maintains that 
the cost of paving and laying new rails 
would approximate $150,000, whereas 
the profit on this line is about $4,000. 
The railway has offered as a solution 
of this present stumbling block to a 
settlement that the company install 
trackless trolleys on Church Street. In- 
stallation of this service would cost 
about $75,000, it is stated. 

Good Time Had By All.—The first 
annual picnic of the Veteran Employees 
Club of the Twin City Lines was held 
July _-19 at the company’s picnic 
grounds, Wildwood, White Bear Lake, 
a suburban district to St. Paul. Men 
eligible have been twenty years or more. 
in the service of the company. St. Paul 
and Minneapolis. played a ball game, 
fat men had a tug of war and best of 
all was a boxing match between Jerry 
Hagerty of the Stillwater division and 
EK. E. Smock of the North Side division, 
two tallest men in the club. President 
Horace Lowry, Treasurer A. E. Crosby 
and E. H. Scofield, superintendent of 
the power and light department, are 
members. 

Bill to Increase Utility Tax.—aA bill 
has been introduced before the present 
session of the Georgia State Legisla- 
ture that, if passed, will increase the 
taxes of all public utilities in the State, 
this additional amount to be used for 
the financing of the work of the State 
Railroad Commission. The bill has al- 
ready been favorably reported upon 
and its passage now seems a certainty. 
The measure presumes that since the 
commission regulates the utilities of 
the State, the utilities themselves 
should be made to bear the costs rather 
than the state, and therefore under the 
terms of the bill there will be an addi- 
tional tax levied to take care of this 
fund in proportion to the assessed tax 
value of the properties owned by the 
said utilities. As the annual amount 
required, which will include the pay of 
rate experts, appraisers, engineers, ac- - 
countants, etc., is something less than 
$40,000, the added tax will not act as a 
burden upon the utility corporations. 
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Surplus in June 
Community Traction Reduces Operat- 


Ratio — Stabilizing Fund 
Reaches $137,209 


Decrease of operating ratio, accu- 
mulation of surplus for fare stabilizing 
fund, and the successful initiation of 
one-man car service on the Bancroft 
line, were features of the report of the 
Community Traction Company made by 
Stveet Railway Commissioner Wilfred 
‘E. Cann to the board of control. at 
Toledo for the month of June.. The 
June surplus was $9,574, somewhat 
smaller than the previous month, but 
maintaining the increase in the fare 
stabilizing fund and assuring the con- 

‘ tinuance of previous wage scale for 
another six months. Last June the 
operations of the railway showed a 
deficit of $52,963. 


JUNE REVENUE $293,835 


_ The total revenue for the month of 
June was $293,835, which was $10,577 
less than the revenue in May, due to a 
shorter month and a slight decrease in 
passenger carrying. 

Revenue passengers carried for the 


ing 


month amounted to 4,911,677, a decrease | 


as compared with the same month last 
year of 358,797. 
Cash in the municipal ownership 


_. fund now amounts to $150,894 and in 


addition $150,000 in bonds have been 
purchased. The bonds are earning 
$745 in interest each month which. is 
credited to the fund. The stabilizing 
fund is now $187,209. 

The company is now converting sixty 
more of its cars to be operated on the 
one-man plan and several other lines 

_ will soon be placed on a better paying 
basis through the change. 


_ IMPROVEMENT CAMPAIGN UNDER WAY 


The company now has on a big im- 
.provement campaign which will include 
the laying of many miles of new steel 
track and general improvements to 
total about $750,000. This work is 
being financed through use of the cash 
‘balances in several of the funds set up. 
For comparative purposes the com- 
missioner set up the figures for the 
‘last six months showing that for the 
half year ending June 30 passenger 
‘revenue has amounted to $1,672,923 and 

_ total revenue was $1,674,458. The oper- 
ating expenses were $1,017,658 which 
left net earnings $656,799. 

Other revenue was secured from rent 
of tracks and terminals amounting to 
_ $83,413; rent of equipment, $7,902; sta- 

tion and car privileges, $9,961; credit 
on power, $11,592; and miscellaneous 
revenue, $8,451. 

With other revenue the gross income 
_from all sources amounted to $778,122. 
For the depreciation fund, $21,250 was 

up, for the maintenance and repair 


shareholders. 


fund, $220,000; for sinking fund—mu- 
nicipal purchase—$106,250; for taxes, 
$99,718. Bond interest and _  div- 
idends on preferred stock amounted to 
$260,000. 


1921 Satisfactory Year for 
Illinois Traction 


The highest gross and net earnings 
in the history of the Illinois Traction 
System, Peoria, Ill., are recorded in the 
eighteenth annual report recently pre- 
sented by the board of directors to the 
It is stated in the report 
that the showing for the year may be 
considered as' highly satisfactory. The 
statement of earnings for the year 
ended Dec. 31, 1921, is shown in the 
following table. 


.Year ending Dec. 31, 1921 
Gross earnings from operation: 
Electric light and power $8,139,355 
Interurban lines;:..... 7,161,772 
City. lines Boorse... 4,564,507 
Gas eee ieee ee 1,555,134 
Heat) cow temas 498,039 
NES R TERE Rae poe cA ON 19,032) = 
Miscellaneous......... 663,052 
Total earnings...... ————— $21 600,894 
Expenses and taxes: 
Operating expenses.... $11,950,260 
Maintenance.......... 2,937,391 
TAXES). 'a7c pap nectar 1,200,963 
———— $16,088,615 
Net earningsfrom operation....... $6,512,279 
Less fixed charges: 
Interest charges, etc... . $3,386,514 
Bond discount amor- 
6 ee a eee 135,865 : 
$3,522,380 
Surplus available for depreciation 
Mind dividendsinnu wc.cs.s-..-ss $2,989,898 
Dividend on preferred stocks: 
Subsidiary companies. . $880,445 
Ill. Traction Company.... 437,370 
———— __ $1,317,815 
Balancos cu Mieemerietireiisine sei. + ee $1,672,083 
Appropriated for depreciation........ 1,504,037 
Balance surplus year 1921......... $168,045 
Surplus Dec. 31, $1,245,457 
Less: miscel. charges... 24,925 
$1,220,531 
Surplus asshown on balancesheet.... $1,388,577 


The gross earnings increased nearly 
6 per cent over the gross earnings of 
1920. Operating expenses and taxes, 
however, increased 4 per cent and of 
this amount increased taxes of nearly 
$300,000 are responsible for one-half. 
Net earnings from operation show an 
advance of more than 11 per cent. 
Operating economies are reflected in 
wage reductions amounting to $233,410. 

The number of revenue passengers 
carried on the interurban lines decreased 
approximately 14 per cent and on the 
city lines 10 per cent. The receipts 
from freight traffic, however, increased 
nearly 9 per cent. 

W. B. McKinley, who is president 
of the board, referred to the practice 
of. selling the securities of the subsid- 
iary companies directly to the con- 
.Sumers in connection with the financing 
of improvements. He states that the 
offerings of notes, bonds and stocks 
were readily absorbed by the different 
communities. 
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Time for Making Deposits 
_ Extended 


Grayson M. P. Murphy, chairman of 
the Interborough-Metropolitan 43% per 
cent bondholders committee, has issued 
a notice stating that the time for the 
deposit of the 4% per cent bonds and 
certificates of deposit has been ex- 
tended to Aug. 15, 1922, after which 
time no further deposits will be ac- 
cepted. The deposits are to be made 
under the Interborough-Manhattan plan 
of readjustment. Approximately 89 per 
cent of the total outstanding bonds of 
the issue have been deposited with the 
committee, and about 94 per cent of the 
depositors have elected to purchase new 
Interborough ten-year 6 per cent notes 
pursuant to the plan. It is understood 
that bondholders who fail to deposit 
their bonds or certificates of deposits 
will forfeit the right to make further 
deposits and to purchase the new Inter- 
borough notes, unless under the condi- 
tions the committee may impose. 

Alvin W. Krech, chairman of the 
stockholders protective committee of the 
Manhattan Railway, has issued a notice 
that although an insufficient number of 
deposits have been made to make the 
plan approximately 78 per cent of the 
stock has been deposited. In view of 
the fact that so large a number of 
stockholders have indicated their desire 
that the plan be carried out, he said 
that the committee feels that it should 
continue to accept deposits up to Aug. 
15, 1922, after which time no further 
deposits will be accepted. 


Issues First Mortgage Bonds 


A syndicate headed by H. M. Byllesby 
& Company, Chicago, recently offered 
$6,000,000 of the Southern Colo- 
rado Power Company’s first mortgage 
6 per cent gold bonds, series “A” to be 
dated July 1, 1922. The bonds which 
will fall due July 1, 1947 were offered 
at 94 and interest to yield approxi- 
mately 6.50 per cent. The Continental 
and Commercial Trust and Savings 
Bank, Chicago, will be trustee. The 
proceeds from the sale will be used 
partly for redeeming the bonds and 
notes of the Pueblo & Suburban Trac- 
tion & Lighting Company and The 
Arkansas Valley Railway, Light & 
Power Company. 


Property Sold for $1,000,000 


Under an order of the United States 
Court, George B. Tripp, receiver for the 
South Carolina Light, Power & Rail- 
ways, Spartanburg, 8. C. on July 31 
sold all the property of the company 
including the railways, hydro-electric 
plant, gas and steam electric plants at 
auction. The property was bought in 
by the reorganization committee for 
$1,000,000, there being but one bid. 
Plans for the reorganization of the 
company have been completed and the 
properties sold will shortly be taken 
over by the South Carolina Gas & Elec- 
tric Company. Mr. Tripp will probably 
be the president of the new company. 
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Preliminary Valuation 
Presented 


Expert for City Thinks Five-Cent Fare 
Adequate to Needs of Minneapolis 
Company 

In a thirteen-page document which is 
preliminary to his final report on the 
valuation he has been making of the 
property of the Minneapolis Street 
Railway as expert for the city, Delos 
F. Wilcox recently estimated that 
with a fare of 5 cents the company 
could continue to finance its extensions 
and improvements to the same extent 
as it has been doing for seven years, 
pay all operating expenses and taxes, 
and have left an operating income of 
$225,000 in excess of a 6 per cent 
return on the amount of the investment 
contributed to the company by the 
holders of its securities. 

This preliminary report deals largely 
with the financial history of the com- 
pany. It estimates the amount ‘in- 
vestors have put into the Minneapolis 
Street Railway as $15,257,273. Mr. 
Wilcox is acting for the city in the 
case brought before the Railroad & 
Warehouse Commission to determine 
the basis for ascertaining a proper rate 
of fare for the railway to charge. 

The report says that the issue of a 
reduction in the fares to be charged 
rests squarely on the conflict in theories 
as to whether the company under all 
circumstances of its history is entitled 
to have its property valued for rate 
purposes on-the purely theoretical basis 
of estimated reproduction costs at 
abnormal and unstable present prices 
to make good the water in its capital- 
ization. On -the prudent investment 
basis of valuation the company can get 
by with a 5-cent fare and finance itself 
out of its earnings. The report says 
that this means the end of the Twin 
City Rapid Transit Company dream of 
6 per cent dividends on its common 
stock. 

In speaking more particularly of the 
part of the report that concerned the 
finances of the company Vice-president 
T. Julian McGill said: 


Any comment on the latest Wilcox re- 
port can be only speculative opinion in 
answer to the highly speculative deductions 
proposed by Dr. Wilcox. The agreed value 
in 1919 was $24,000,000. Since that time 
several million dollars have been added to 
the road in the shape of improvements. It 
is self-evident that a 5-cent fare will not at 
this time produce a fair return on the value 
of the property. The company desires merely 
a fair rate of return on a fair valuation. 
The public can expect realities to supplant 
theories and speculations only after the 
valuation is determined. 

In another part of the analysis report 
to the Minneapolis City Council its 
valuation authority, Delos F. Wilcox, 
on July 15, holds that the Minneapolis 
(Minn.) Street Railway’s “opening” 
valuation figure of $12,867,320 is about 
$6,000,000 too large. And for that rea- 
son he holds that all valuations pro- 
jected on the company’s opening basis 
are that same amount too large. 

The Wilcox report holds that the 
company’s property cost as of Jan. 1, 
1900, was less than $8,000,000 even 
including the superseded property 


charged to capital, and had been made 


up by surplus earnings. The company’s 
books show additions to construction of 
$15,699,379, so that the whole would 
make a total valuation by the company 
of about $28,000,000. 

President Horace Lowry said; 


The law requires that the city of Minnea- 
polis and the Minneapolis Street Railway 
before the State Railroad and Warehouse 
Commission show a value of used and use- 
ful property for street railway purposes. 
The discussions, relative bookkeeping meth- 
ods; value of securities and other irrelevant 
issues merely consume time and have made 
a most unusual expense for the car riders 
an Minneapolis, 

The public can be assured that there will 
be no excessive valuation of the property. 
The company merely desires a reasonable 
return on a fair -value, and it will continue 
to give the highest standard of service and 
institute every economy to bring about the 
lowest possible fare. 

We would add that except for the fact 
that every department of the street railway 
has been constantly working and studying 
to introduce operating economies it would 
be impossible today to give the service be- 
ing rendered at a 6-cent fare, which. is 
lower than any other city having service 
somparable to Minneapolis. 


Another installment of the Wilcox re- 
port was issued on July 29. This latest 
installment adds that the Cappelen 
valuation estimate of some years ago, 
prepared by the city engineer at that 
time and considered a standard work, 
was an appraisal of the property which 
would imply “friendly exaggeration” if 
made today. This attributed a 94 per 
cent condition and described the prop- 
erty as “strictly modern and of the 
highest grade throughout,” 

The present Wilcox report is to the 
effect that “evidence of depreciation, 
deferred maintenance and deferred re- 
newal are now visible at many points.” 
Mr. Wilcox says: 


Whatever the true cost of the physical 
property may have been up to 1900, there 
is only about $350,000 of it left in service. 
The rest has disappeared. It could not have 
been very old at that time. A storehouse 
and a blacksmith and millshop still sur- 
vive at the Nicollet station. Of all the cars 
that were running at the beginning of 1900 
only two are found in their original form 
in the inventory of Jan. 1, 1922, and a few 
others have been reconstructed and are now 
in use as trailers. Of the 125 miles of 
track and pavement ‘of the highest grade 
construction” less than 2 miles has sur- 
vived the wear and tear. All the rest has 
been rebuilt. 


The report contends that the car 
riders have paid several times over for 
the superseded or obsolete property of 
the company and the expert will deduct 
$5,536,000 from the cost of the property 
now in existence, instead of adding this 
sum for property that does not exist, 
which will bring the valuation in the 
neighborhood of $15,000,000. This 
$5,536,000 represents the depreciation 
of the existing property, as the amount 
collected since 1904 for depreciation and 
used in extensions and improvements, 
in lieu of new capital. Mr. Wilcox will 
deduct from the company’s figure of 
$25,676,189, the amount of the unac- 
counted-for portion of the original 
entry, $6,858,000, as “water,” as well 
as the company’s renewal reserve of 
$5,536,000, leaving a total of $13,282,- 
189 as the cost of the existing property, 
less book depreciation. He criticizes 
the Cappelen report of Jan. 1, 1916, for 
deducting only $1,279,851, or about 6 
per cent, of his estimated cost new for 
accrued depreciation. Mr. Wilcox says: 


Depreciation is one of the factors in the 
street railway business that cannot be 


ignored without. financial disaster. The 
Minneapolis Street Railway has: been ex- 
ceedingly prudent in this respect. Beginnin 

at the end of 1904 it has built up renewa 


- reserves which now amount to upwards of 


$5,500,000, which represents the company’s 
own measure of the accrued depreciation on 
the existing property. These funds do not 
exist in cash, but they represent cash that 
actually has been collected from the car 
riders and charged from year to year to 
operating expenses. The company has used 
the money, practically the entire amount, 
in extensions and improvements in lieu of 
capital. 

This is a proper use for depreciation 
funds, for it has the effect of maintaining 
the integrity of the original investment by 
the provision of new property out of earn- 
ings to offset the depreciation in the prop- 
erty originally provided from capital funds 
furnished_ by the security holders. In a 
growing street railway system it is much 
simpler to maintain the integrity of the 
original investment in this way than it 
would be to reduce the capitalization on 
account of accrued depreciation and then 
restore it again in order to procure the 
necessary funds for extensions and better- 
ments. It is perfectly clear, however, that 
the company is not entitled to include in 
the rate base its undiminished original in- 
vestment and also the amount of the funds 
provided from the renewal reserves to main- 
tain the integrity of that investment. The 
United States Supreme Court ruled upon 
that question in the Cumberland Telephone 
case in 1909. 


Court Authorizes Inspection. 
of Corporate Records 
An order signed July 25 by Judge 
F. M. Nye of the Hennepin District 
Court following a two-day hearing 
which closed July 22 requires officers 


and directors of the Twin City Rapid 


Transit Company, Minneapolis, Minn., 
te give Neil M. Cronin, city attorney, 
and Delos F. Wilcox, the city’s ap- 
praisal expert, information concerning 
a certain fund of $227,000 deposited in 
New York and the stock book records 
of the company. The order calls for 
a return at 10 a.m. on Aug. 21, but on 
argument by the attorneys for the 
railway time for appeal was granted 
by stay of proceedings to 10 a.m., Aug. 
14. This order follows a series of 
legal steps by the city to obtain this 
information through mandamus and 
peremptory mandamus _ proceedings, 
preliminary to the presentation before 


the State Railroad & Warehouse Com-~ 


mission of facts in a hearing at which 
is to be determined a rate of fare in 
Minneapolis, which is now 6 cents 
temporarily. 

The company must give a letter of 
instruction to the American Exchange 
National Bank, New York, to produce 
all records concerning the disposition 
of $227,000 deposited therein, whether 
in the name of Horace Lowery, presi- 
dent of the company, or any other 
individual. The railway must also 
instruct the Commercial Trust Com- 
pany, New Jersey, to give access to 
records concerning the company’s ac- 
counts since Jan. 1, 1919. 

In the hearing on July 22 Judge Nye 
held that. the records demanded by the 
city were within the mandates of a 
previous writ and judgment, which 
were broad in scope, and that every- 
thing that could be construed as a rec- 
ord, by which the examination of the 
company’s properties could proceed, 
must be produced. On the first day 
he denied a motion for dismissal of 
the mandamus proceedings. 
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Time for Completing Reorganiza- 
tion Extended 


The finance committee of the City 
Council of Pittsburgh, Pa., has voted 
unanimously to authorize C. K. Robin- 
son, special city counsel in charge of 
public utility legislation, to join, on be- 


half of the city, in the railways com- 


pany’s petition to the Public Service 
Commission for an extension of time in 
which to reorganize the traction con- 
cern under an agreement recently made 
by the city, the Philadelphia Company 
and the railways company. Because of 
difficulty in financing,.Mr. Robinson told 
the committee, it will be impossible to 
complete the reorganization of the com- 
pany by Sept. 1, the date fixed by the 
commission. His advice that the city 
agree to an extension of time until Nov. 
1 or later was accepted, the Council- 
men’s action being predicated on prob- 
able relief from present transit condi- 
tions. 

The plan for the reorganization of 


the Pittsburgh Railways as agreed 
upon between the city and the Phila- 
delphia Company was approved by the 
Public Service Commission last winter. 


$1,385,211 Profit for Boston “L” 


The fourth year of public operation 
of the Boston (Mass.) Elevated Rail- 
way ended on June 30, 1922. June oper- 
ation resulted in an increase of 1,090,- 
810 revenue passengers and a loss of 
$121,007 in total revenue but an ex- 
cess of revenue over cost of service of 
$87,529. 

The reserve fund created under the 
1918 Act now totals $1,517,196, and 
$517,196 has been paid over to the 
Treasurer of the Commonwealth for dis- 
tribution to the cities and towns that 
contributed to the loan assessment in 
1919. The comparative revenue and 
cost of service figures’ for the four 
years as included in a recent bulletin 
of the company are reproduced in the 
accompanying tables. 


BOSTON ELEVATED RAILWAY ACTUAL RECEIPTS AND COST OF SERVICE DURING FOUR 
YEARS OF PUBLIC CONTROL 


“RECEIPTS” 


Year Hnded Year Hnded Year Hnded Year Ended 
June 30,1922 June 30,1921 June 30,1920 June 30,1919 


Bom ares eee ata ess So slats tayslaterdis the ofc o's $31,690,852 $33,122,199 $31,899,420 $24,472,429 
From operation of special cars, ‘mail pouch service, 
@xpress ANd SEPVICE CATS... ke eee ee ey 70,901 88,518 105,554 115,623 
From advertising in cars, on transfers, privileges at 
Riabiausweheae eure oor os oii, oe wee whee S58 tis) ade 308,161 303,046 297,036 293,079 
From other railways for use of tracks and facilities. . 29,314 30,024 47,636 48,814 
From rent of land and buildings..............-...26 107,596 115,808 87,258 73,099 
TOM ARLE OL DOWEL. CLO sce: wre s aj0o minielelcelaie evap ona 98,293 121,566 115,187 125,534 
Total “Receipts” from direct operations of the fore $32,305,120 $33,781,164 $32,551,994 $25,128,581 
interest on deposits, income from securities, etc.. ‘ 393,844 419,121 119,520 96,904 
TOPPA mer Dire cit bre ie dig see e nes $32,698,965 $34,200,286 $32,671,515 $25,225,575 
Profit and loss, delayed items..................055- 82,528 23,863 17,685 2,079 
$32,781,493 $34,224,149 $32,689,200 $25,223,495 
: “COST OF SERVICE” 
Operating expenses: 
Maintenance of track, line equipment pa pailcings $2,695,807 $2,516,330 $3,524,506 $3,583,056 
Maintenance cars, shop equipment, etc.. 1,142 2,857,114 °2,736,249 2,519,484 
POMCR een erates ciste Week pe eet ewe pales 2,541,441 3,390,704 2,930,267 2,809,631 
Depreciation 2). <.50i5 «+ ae Sicha Va ROR Vapes 2,004,000 2,004,000 2,004; 000 2,004,000 
Transportation expenses. .#.......20-++++- eee ees 10; 223, 043 =11,506,156 10,781,788 9,293,160 
Salaries of administrative OINCOLGRA eat h eee iorle ee 2,999 79,749 83,761 94,060 
Law expenses, injuries, damages, insurance........ 996,301 1,158,093 1,107,005 1,162,547 
Other general expenses........-.....00000000 eee 979,046 1,106,880 ,643 896,232 
Reet mE re Rs Ene ec are cla. kc a op aie saip) bie nfereyee ve 65,527 ZOO;000"* s,s meee aoe 
Total operating expenses. ..............0-. 20 eee $22,113,783 $24,684,558 $24,331,221 $22,362,171 
Taxes—Federal, State and Municipal............... 1,610,096 306,736 1,075,496 941,611 
ent forlessed'roads,00: 2-525... swe cece 2\549,625 2,673,166 2,607,565 2,587,129 
Proportion of rent of subways and tunnels paid to 
TBO ROR ODER eet yore isis iemece ele woo eee es 1,575,866 1,543,324 1,531,473 1,491,999 
Proportion of rent of Cambridge Subway paid to 
ommonwealth of Massachusetts.............265 398,274 404,639 BOB 50) fice ee 
Interest on Boston Elevated bonds, notes and bills... . 1,483,786 1,483,625 1,593,257 1,423,142 
OU OEESS UCTS aS gst Sachets Slee 58,475 54, 479 69,284 37,3702 
Proportion of dividend rental under acts of 1918...... 1,606,371 1,523,367 1,403,970 1,360,220 
“Total cost of service’... ......0..0 eee ee eee neees $31,396,281 $33,673,896 $32,672,120 $30,203,647 
PVOLPROMMOM INGE E cect See ee ch rhe $1,385,211 $550,253 $17,079 $4,980,151 
Back pay applying to May and June, 1919, which bed 
not been determined at time Monch was accessed ye oe ten ee 435,348 
REVENUE . $5,415,500 
Fourth Trustee Third Trustee Second Trustee First Trustee 
Year Ended Year Ended Year Ended Year Ended Year Ended 
June 30, 1922 June 30, 1921 June 30, 1920 June 30, 1919 June 30, 1918 
Revenue from fares...... ns $31,690,852 $33,122,199 $31,899,320 $24,472,429 $18,781,370 
Revenue passengers........ 345,545,009 337,381,994 324,192,374 331,348,124 376,466,229 
Rate of fare (cents)........ 5 and 10 10 10 5, 7 and 8 5 


COMPARATIVE DIVISION 


IOV RASY DR Foc cra Spier rere hae ens 2 1 


OF EXPENSES 


$14,920,406 $16,753,667 $13,681,206 $13,554,684 $9,147,757 
Materials and re eae oat 3,056,520 2,899,983 3,321,672 4,096,538 2,680,424 
Injuries and damages. . : 476,844 27,629 627,626 05,353 817,227 
Peprechation pe. 6s seas 2,004,000 2,004,000 2,004,000 2,004,000 352,670 
naa SRO he aan 1,656,012 2,399,277 1,996,717 1,901,597 1,381,957 
PF re e =a  Pa a 1,610,096 1,306,736 1,075,497 941,612 05,033 
a folleannt lines. . 2,549,625 2,673,166 2,607,565 2,587,12 2,547,421 
Subway and tunnel rentals. 1,974,141 1,947,963 1,591,324 1,491,999 991,551 
Interest on borrowed mionay 1,483,786 1,483,625 1,593,258 1,423,142 1,238,374 
Miscellaneous items. . 58,475 54,479 69,285 37,373 16,05 
Dividlenids') fis. ke asec’ eo 1,606,371 1,523,367 1,403,970 1,360,220 None 
BOG, DRA edi. Peis am > oes 1,385,211 253 I se sw ew ag alates 
eee rn Nes Sas Sal Pal aa aol 8 (oie. o.0' e arab)¥ dine oes 4,980,152 598,442 
Back Pay 435,348 
Italics denote deficit. $5,415,500 


Financial 


ews Note 


Lines to Shut Down.—It was an- 
nounced by the Aberdeen (S. D.) Rail- 
road that railway service would be 
suspended on July 31. The company 
has been operating at a loss for sev- 
eral years. It is said that the com- 
pany will give up its franchise and re- 
tire from business. 

Brooklyn City Reports Net Income.— 
For the twelve months ended June 
30, 1922, the Brooklyn (N. Y.) City 
Railroad reports a net corporate in- 
come of $1,812,581 against a deficit for 
the same period a year ago of $350,- 
858. Passenger revenue for the 1922 
period was $11,413,651 against $10,- 
180,244 for the twelve months period 
ended June 30, 1921. 


Pennsylvania Line Sold.—The Potts- 
town & Phoenixville Railway; Potts- 
town, Pa., was recently sold to John 
J. Taylor, of Philadelphia, chairman of 
the bondholders’ protective committee, 
at a public sale for $75,000. The sale 
was the result of a foreclosure by the 
Norristown Trust Company, trustee, 
for a first mortgage of $1,000,000. The 
line has been in receivers’ hands. 


Gold Notes Offered—Harris, Forbes 
& Company and the National City 
Company, both of New York, are of- 
fering $6,500,000 of the Toledo Trac- 
tion, Light & Power Company’s three- 
year 6 per cent secured gold notes. The 
notes due on Aug. 1, 1925, are offered 
at 98 and interest to yield 6% per cent. 
The purchase or call of these bonds 
will be effected through a sum exceed- 
ing $200,000 per annum accruing to 
the trustee through the operation of a 
sinking fund. The corporation owns 
$7,671,000 first mortgage 6 per cent 
bonds of the Community Traction 
Company and $13,135,400 par value, or 
more than 94 per cent of the outstand- 
ing common stock of the Toledo Edi- 
son Company, as well as large blocks 
of preferred stocks of these corpora- 
tions. 


Will Contest Sale—Receiver for the 
New York & North Shore Traction 
Company, Roslyn, L. I., whose property 
was sold at auction in Mineola recently 
for $15,000, will try to have the sale 
thrown out by the court on the ground 
that the bid was insufficient. The prop- 
erty was said to have cost considerably 
in excess of $1,000,000, the power house 
alone costing $325,000. ‘The receiver 
believes the property would bring much 
more if the various’ items were sold 
piecemeal. An attempt was made to find 
a private buyer some time ago, but since 
negotiations were begun, the Board of 
Estimate passed a resolution annulling 
its franchise. The prospective buyer, 
it was learned, was willing to under- 
take the rehabilitation of the property 
if he could secure better than the five- 
cent fare formerly in effect. 
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Investigation Still On 


Committee To Look Into Affairs of 
Cincinnati Property Told to Reach 
a Conclusion 


What will be the final outcome of 
the investigation being made by a 
committee appointed by Mayor George 
P. Carrel of Cincinnati into the affairs 
of the Cincinnati (Ohio) Traction 
Company? Will the traction company 
be permitted to operate its railway 
system-in the manner its officials think 
it should be operated, or will the com- 
pany be compelled to operate as a few 
individuals, who have no knowledge of 
electric railway transportation, think 
it. should be conducted? When these 
questions are answered the traction 
question in Cincinnati will be solved. 
The investigation being made by the 
committee was not asked for by the 
traction company, nor has it requested 
aid in the settlement of its problems. 


MAIN CONTROVERSY AROUND SERVICE 
AT COST FRANCHISE 


A few individuals are of the opinion 
the valuation of the company is ex- 
cessive and the fares too high, and this 
minority is responsible in a large 
~ measure for the present probe. It 
might be said that the whole contro- 
versy hinges on the service-at-cost 
franchise, although there are several 
other questions involved since the com- 
mittee’s investigation has been started. 

In the early part of this year an 
ordinance was passed by the City 
Council providing that the city fran- 
chise tax against the Cincinnati Trac- 
tion Company of $350,000 should not 
be taken into account in determining 
the cost of operation under the service- 
at-cost franchise. While the ordinance 
was under discussion the suggestion 
was made that a number of provisions 
of the service-at-cost ordinance, which 
has been in operation four years, 
might be changed in view of experience 
during the time which indicated that 
such changes might be advisable. 


COMMITTEE APPOINTED 


The City Council then requested 
Mayor Carrel to appoint a committee 
of citizens, and W. Kesley Schoepf, 
president of the traction company, 
agreed to meet with that committee and 
consider the points raised. These mat- 
ters were the consideration as to the 
amount of capitalization of the several 
companies involved in operating and 
financing the local properties and the 
consideration of the possibility of sim- 
plifying the intercorporate relations of 
these companies. 

So far the work of the committee has 
consisted of hearing suggestions from 
those who might be in a position to 
enlighten it’ on the subjects under con- 
sideration and particular attention has 


« 


been paid to the question of the valua- 
tion of the company’s property as 
written into the service-at-cost fran- 
chise. 

The traction company’s position in 
the matter is that it has no complaint 
to make regarding the working of the 
service-at-cost franchise and that the 
fares as well as the service in Cin- 
cinnati compare favorably with other 
cities. This, the company believes, 
answers the suggestion that the return 
to its stockholders is too high and also 
the suggestion that the property might 
be more economically operated. 

The traction company in its state- 
ment filed withthe committee on July 


‘27, gives a complete history of. the 


franchise, financings and operations of 
the local railway transportation sys- 
tem, presents detailed figures to show 
how the valuation was arrived at, what 
this valuation is as of today, and what 
the city would have to pay for the 
property in case it should buy, and 
makes some suggestions to the commit- 
tee coneluding as follows: 


Asked specifically what they would sug- 
gest this committee might do in the prem- 
ises, the officials of the traction company 
confess that they find it, difficult to make 
suggestions that would fall under either of 
the two heads that constitute the com- 
mittee’s program. It must also be remem- 
bered that the company has not asked for 
assistance, nor for the settlement of any 
question. The chief executive of the com- 
pany has, however, stated to Mayor Carrel 
that he would gladly discuss the questions 
referred to and give any information that 
is desired and available. 

If there is. any question unanswered or 
any problem unsolved, then by all means 
the traction company desires to have it an- 
swered or solved because without any re- 
tiection on the committee, which is earnestly 
trying to get full and valuable informa- 
tion and to discharge a public duty, the 
most important thing of all is for the com- 
mittee to reach a conclusion that will be 
final and determinate so that the traction 
company will not have continually to face 
the discussion of “how the traction ques- 
tion can be settled.” 

It is, to say the least, disturbing to the 
company. It takes time and effort from 
the ordinary operations and is very disturb- 
ing to the company’s credit and more than 
once the public discussion of this ever re- 
current question has interfered with im- 
portant financing that would have been a 
great benefit to the company’s patrons. 

If the committee therefore, can take such 
action as will aid in the direction of future 
financing it will have done a distinct serv- 
ice to, the public. By this it would also aid 
largely in bringing about the second of 
things on its programme, and that is the 
simplification of the intercorporate rela- 
tions of the companies engaged in street 
railway operations and other lines of en- 
deavor in Cincinnati, 


Mr. Schoepf appeared before the 
committee on July 27 and presented a 
prepared statement of the general 
traction situation and offered several 
suggestions which he said might assist 
the committee in its work. Mr. Schoepf 
told the committeemen that although 
receipts of the company have fallen off 
$1,000 a day the present 73-cent fare 
is sufficient to meet all the ordinance 
requirements exclusive of the city fran- 
chise tax and will take care of about 
half the deficit in the earnings of $416,- 
000 a year allowed the company. 


Wants Action Deferred on 
Five-Cent Fare 


Mayor E. J. Brown of Seattle, Wash., 
has urged the City Council to delay 
action looking toward a 5-cent fare on 
the Seattle Municipal Street Railway 
lines. Nothing further will be done 
about the matter until after the Circuit 
Court, to which the case has been ap- 
pealed, renders a decision in the 
“specific performance” suit instituted 
long ago by the Puget Sound Power & 
Light Company, in which the company © 
demands specific performance by the 


_city of the terms of the railway pur- 


chase contract. The Circuit Court will 


-hear the case early next fall. 


In referring to the specific perform- 
ance case, the Mayor said that if the 
contract was impossible of performance, 


-it was a matter of vital interest to the 


people as well as the bondholders and 
that it would be unwise to tamper with 
the carfare until the case had been 
settled. Mayor Brown stated further 
that he would sign the proposed 5-cent 
fare ordinance if passed by the Council, 
but that he wished the Council to as- 
sume the responsibility for it at this 
time. He expressed himself as much 
impressed with the weekly pass system 
and stated “this is one of the plans we 
will have to consider.” 

George F. Russell, superintendent of 
public utilities, states that in his opin- 
ion, the one-man, two-truck street car 
is the solution of the railway problem 
in Seattle. 


Five-Cent Fare Restored 
in Cleveland 


Directors of the Cleveland (Ohio) 
Railway, at their meeting on July 27, 
ordered a fare reduction to 5 cents a 
ride or 5 tickets for 25 cents, to be 
effective on Aug. 1. This action was 
taken following receipt of the report — 
of the company’s operations for June. 
This report showed that the interest - 
fund, the fare barometer, contained on 
July 1 $716,690 or $16,690 in excess of 
the $700,000 required for a reduction. 

City Traction Commissioner James 
W. Holcomb predicts that within a few 
months, providing business conditions 
continue to improve, there will be an- 
other fare reduction, next time to eleven 
tickets for 50 cents. 

The directors also at their meeting 
approved the purchase of fifty new 
motor cars and: fifty trailers for the 
improvement of service in Cleveland. 

Earnings for the company in June 
showed an increase of 1.54 per cent 
over the same month a year ago. The 
company carried 33,554,963 riders in 
June. 


Everett Will Try Motor Buses 


City Commissioners of Everett, 
Wash., and officials of the Puget Sound 
International Railway & Power Com- 
pany have under discussion the question 
of amending the franchise of the com- 
pany so as’ to permit it to resort to the © 
use of the trackless trolley or the motor — 
bus in supplying transportation in the | 
future in Everett. , 
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Springfield Returns to 
Five-Cent Fare 


Under a recent order of the Illinois 
Commerce Commission fares in the 
city of Springfield will be reduced to 
5 cents. The ruling affecting the 
Iilinois Power Company will become 
effective on Sept. 1. Under the new 
schedule forty-ride tickets will be sold 
for $2 or at a 5-cent rate good for 
the use of any member of the family 
for the calendar month; school tickets 
to be used by children over twelve who 
attend school, thirty tickets for ninety 
cents or 3 cents a ride; children, six to 
twelve years old 3 cents cash fare; 
children under six years free when ac- 
companied by adult; four tokens pur- 
chased in car, 25 cents and single cash 
fares 10 cents. The present cash fare 
is 7 cents with four tokens for 25 cents 


' sor 63% cents a ride. 


July 24, 


‘Pacific 


_ sengers 


The regular rider benefits by the new 
arrangement, that is by the use of the 
forty-ride tickets. Provision is also 
made for a fifty-ticket book for $2.50 
and a sixty-ticket book for $3. The 
forty, fifty and sixty-ride tickets will be 
placed on sale at numerous places in 
the city while the tokens will continue 
te be sold by all conductors on the cars. 
' A. D. Mackie, president and general 
manager of the Illinois Power Com- 
pany, stated that the experimental 
order would be given a faithful tryout. 
He said that the ruling was a fair one 
in that daily users pay the minimum 
fare while the intermittent rider pays 
the higher rate. 


_ Weekly Pass in Use in Tacoma 


The weekly pass system is now in use 
on the railway lines of the Tacoma 
Railway & Power Company, Tacoma, 
Wash., haying been \placed in force 
The passes sell for $1,-and 
provide unlimited transferable weekly 
service. They are on sale on all street 
cars and at various public places in 


the city. 


Richard T. Sullivan, manager of the 


company, was permitted to put the 


system in use without statutory notice, 
because it was deemed an additional 
privilege to the riding public. It is 
believed that by removing the neces- 


sity of making changes, issuing trans- 


fers, etc., service will be speeded up. 
The city of Tacoma is the first on the 
Coast to install the pass 
system. 

Mayor A. V. Fawcett, who is advo- 
eating a straight 5-cent fare for 
Tacoma, says:. 


The weekly pass is not a substitute for a 
5-cent fare for:the majority of people. 
Many would pay more than at present 
under the pass system. The buses. will 
have a weekly pass at $1, too.. The buses 
will soon be giving service on practically 
all lines in the city. These are the finest 
buses in the State, and the men operating 
them know their business. 


Ten-Cent Fare Approved 
The Indiana Public Service Com- 
mission has approved orders estab- 
lishing a 10-cent fare for city pas- 
on three interurban lines 


operating in. Indianapolis. The orders 
became effective on July 1. The com- 
panies affected are the Indianapolis & 
Cincinnati Traction Company, the 
Terre Haute, Indianapolis & Eastern 
and the Interstate Public Service Com- 
pany. The orders are the first to be 
issued following the suggestions of the 
citizens’ committee for improvement of 
the financial condition of the Indian- 
apolis Street Railway. The company 
has been losing several thousand dol- 
lars annually in revenue as a result of 
persons using the interurban cars for 
city rides. The order is expected to 
be of benefit to the interurban com- 
panies in that it probably will result 
in relieving congestion on some of the 
cars caused by a large number of per- 
sons using them for city rides. 


Selling Transportation to Soldiers 


The Portland Railway Light & 
Power Company operates an interurban 
line from Portland, Ore. to the United 
States Army barracks at Vancouver, 
Wash., which competes with motor bus 
service between these points. In ac- 
cordance with the usual custom the 
credit of enlisted men is good at the 
post exchange up to a given amount 
each month. Arrangements have been 
made by the railway company whereby 
the post. exchange sells interurban 
tickets, charging the men’s. accounts 
when credit is desired. This is’ said to 
be a convenience to the men and has 
resulted in ticket sales through the post 
exchange amounting to about $250 per 
month or eonsiderably more than the 
proportion of the business done by the 
railway when tickets had to be pur- 
chased in the same way from both rail- 
way and bus lines. A commission of 
7 per cent is allowed the post exchange 
for handling the business. The railway 
fare from Vancouver to Portland is 17 
cents. 


‘Transportation 


News Notes 


Extension of Seven-Cent Fare  An- 
nounced.—The United Railways, St. 
Louis, Mo., has been authorized by 
the Public Service Commission to ex- 
tend the 7-cent fare until Dec. 31. The 
valuation of the company’s property 
which is being made by the commission 
probably will not be completed before 
Jan. 1. 

Railway ‘Situation Improved.—Regu- 
lation of the jitneys in South Bend, Ind., 
including their elimination from streets 
on which the electric railway cars ope- 
rate, has resulted in placing the South 
Bend electric lines on a paying basis 
for the first time in many years, ac- 
cording to company officials. With the 
extensions proposed to the lines to new 
residence sections, it is probable that 
the street car business in South Bend 
may become more profitable. 


Hearing on Lower Fare Scheduled.— 
The question of lower fares on the line 
of the Boston (Miass.) Elevated Rail- 
way will be discussed at a public hear- 
ing in the State House on Sept. 18. 
An announcement to this effect was 
made at-a recent’ preliminary hearing 
before the Public Utilities Commission 
at which nearly 100 people were pres- 
ent including city officials and officials 
of the Eastern Massachusetts Street 
Railway and Boston Elevated Railway. 


Again Wins Safety Prize.—The safety 
prize awarded by the Louisville (Ky.) 
Railway for the smallest number of 
accidents again goes to the trainmen of 
the Chestnut Street line. The record of 
this line for June was 4,500 miles for 
each accident. This same line captured 
the May prize. It is the first time since 
the contest was started some fifteen 
months ago that one line won the prize 
twice in succession. 


Orders Freight Reduction.—The Pub- 
lie Utilities Commission of Idaho has 
issued an order authorizing all railroads 
in the State of Idaho to make a reduc- 
tion in intrastate freight rates, com- 
parable with the reduction ordered re- 
cently by the Interstate Commerce 
Commission on interstate rates, of 10 
per cent, except on hay and grain. The 
order permits the railroads to make the 
change on ten days notice. The new 
rates are effective July 1, 1922. 

Riding Habit on the Increase.—A 
conclusive argument against electric 
railways outliving their usefulness is 
given in a recent issue of “Whys and 
Other Whys.” The Public Service 
Railway, Newark, N. J., in 1904 car- 
ried 215,400,000 passengers, an aver- 
age of 588,525 a day. In 1921 the 
riders had inereased to 435,679,801, an 
average of 1,193,643 a day more than 
twice as many. In 1904 the number 
of rides per inhabitant was 158.6 and 
in 1921, it was 187.1. 

Reduced Rates Announced.—To meet 
competition with automobile bus lines 
now operating throughout the State, 
and especially between Cincinnati and 
Hamilton Ohio, the Cincinnati, Day- 
ton & Toledo Traction Company has 
announced a reduction in commuter 
passenger fares. Rates which have 
been 2 cents a mile have been reduced 
to 14 cents a mile, with special commu- 
ter rates between Hamilton and Cin- 
cinnati effective from June 1. 


Will Oppose Fare Petition.—Preston 
S. Arkwright, president of the Georgia 
Railway & Power Company, Atlanta, 
Ga., has announced that the company 
will oppose a petition filed before the 
Georgia Railroad Commission by the 
Atlanta Board of Education and various 
parent-teacher associations of the city, 
requesting the commission to compel 
the company to reduce fares for school 
children. The company, which some 
time ago declined to grant a reduced 
fare to school children, will oppose the 
petition on the grounds that such a 
reduction would be discriminatory. The 
rate sought is one-half fare, or 3% cents. 
The commission will hear the petition 
on Aug. 8. 
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W. F. Tshudy Tranfers 
to Easton 


Walter F. Tshudy, general superin- 
tendent of the New Jersey & Pennsyl- 
vania Traction Company, Trenton, N. J., 
and associated companies, has resigned 
to accept a similar position at Easton, 
Pa. His resignation was effective Aug. 
1. He will be succeeded in Trenton by 
Charles W. Wilson, night dispatcher of 
the company. Mr. Tshudy has been in 
the street railway business for twenty- 
four years, serving as general super- 
intendent of the New Jersey & Penn- 
sylvania company for the past ten 
years. He went to Trenton from New- 
town, where he had charge of the lines 
operating between Bristol and Doyles- 
town. He served as dispatcher for the 
first year and then was advanced to the 
present position. Prior to going to 
Newtown he was employed by traction 
companies in Wilkes-Barre, Philadel- 
phia and Lancaster. Mr. Wilson has 
been dispatcher for the Trenton com- 
pany for the past nine years. He has 
had wide experience in street railroad- 
ing and prior to going to Trenton was 
employed by the Philadelphia Rapid 
Transit Company. 


Division Superintendents Named 

Several changes in official personnel 
have been recently announced by the 
Georgia Railway & Power Company, 
Atlanta, Ga. W. F. Edwards, super- 
intendent of employment and instruc- 
tion for some time, has been named 
assistant superintendent of transporta- 
tion, succeeding E. C. Grambling. J. J. 
Duncan, a former instructor, succeeds 
Mr. Edwards. C. M. Edison, a starter, 
has been appointed superintendent of 
Division C, to succeed J. A. Robinson; 
C. H. Meaders has been appointed super- 
intendent of Division A, to succeed 
J. R. Leach; F. G. Simpson has been 
appointed superintendent of Division 
B, to succeed B. S. Jones. The former 
superintendents of these divisions have 
been transferred to other duties. 


P. G. Gossler Acting President 

jP. G. Gossler, who has been chair- 
man of the board of directors of the 
Columbia Gas & Electric Company, 
Charleston, W. Va., is now acting as 
president. This office was previously 
held by .A. B. Leach. Mr. Gossler is 
president also of the Helena Light & 
Railway Company, Helena, Mont., and 
vice-president of the Macon Railway 
& Light Company, Macon, Ga. 


Joseph A. Yager is now receiver, with 
Harry A. Dunn and J. Frank Johnson, 
for the Toledo & Western Railroad, 
Sylvania, Ohio. N. D. Bushong, sec- 
retary and treasurer of the company, is 
also auditor now, this’ position formerly 


having been held by H. R. Ronde- 
bush. J. W. Anderson, who was acting 
general freight and passenger agent, is 
now also traffic manager. W. H. Seed 
takes the position of acting freight and 
claim agent. A. H. Blunk, as roadmas- 
ter, fills the position previously held by 
John Knepper. He is also trainmaster. 


V. O. Law Succeeds W. O. Clure 
as General Passenger Agent 


Vincent O. Law, St. Paul newspaper 
man, has been named by President 
Horace Lowry as general passenger 
agent for the Twin City Rapid Transit 
Company, Minneapolis, Minn., succeed- 
ing W. O. Clure, who resigned to go to 
Chicago in’ February. 

In 1915 Mr. Law, who had attended 
the University of Wisconsin, went to 


V. O. Law + 


St. Paul as reporter on the Daily News. 
He later was police reporter on the 
Dispatch until he enlisted and went 
overseas with the Third Field Artil- 
lery. While in France he was chosen 
a member of the party of 160 news- 
paper men in the army who were taken 
to various camps, battlefields and 
fronts and into the Rhine country that 
they might gain a broad background 
of the war. He was then chosen to 
relieve a member of the staff of Stars 
and Stripes. Upon his return to the 
United States in 1918 he became asso- 
ciated again with the Dispatch, as re- 
porter and rewrite man. He began 
his new work on July 21. 


Agnes Noon, telephone operator for 
the Louisville (Ky.) Railway, has been 
elected to the general committee of the 
Employees’ Co-operative Welfare Asso- 
ciation. Miss Noon is the first woman 
to be elected to this committee, although 
several of the local committees have 
women members. As a member of the 
general committee Miss Noon is eligible 
for election as director of the company 
at the annual meeting of stockholders. 


Polk Lafoon, who has been for some 
time secretary and treasurer of the Co- 
lumbia Gas -& Electric Company, 
Charleston, W. Va., has been elected a 
vice-president of the company. 

James Lawrence, who is auditor of 
the Muskegon (Mich.) Traction & 
Lighting Company and auditor and 
vice-president of the American Light 
& Traction Company, has been made ~— 
vice-president of the San Antonio 
(Tex.) Public Service Company. 


Colonel B. A. Enloe, chairman of the 
Tennessee Railroad & Public Utilities 
Commission at Nashville, died at his 


home in Nashville recently. . For forty 
years he was prominent in politics in 
Tennessee and for almost a score of 
years was a member of the commis- 
sion. He served in Congress, and was 
commissioner from Tennessee to the 
World’s Fair at St. Louis. He was at 
one time editor of a daily paper at 
Jackson, Tenn. 


Charles Butler Holmes, a former 
president of the American Electric Rail- 
way Association, died in Chicago on 
July 8. He was a leader in the indus- 
try through the period of transition 
from horse-drawn vehicles to cable cars 
and later to electric cars. As president 
of the Chicago City Railway, which 
in 1887 was operating 130 miles of 
track and more than 800 cars, he was 
instrumental in replacing the horse cars 
with cable cars. To advocate this 
method at that time took courage and 
vision. His presidency of the American 
Street Railway Association, as the na- 
tional organization of street railway 
men was then known, was from 1887 
to 1888. Mr. Holmes was a native of 
Vermont. 


Frank W. Frueauff, junior member 
of the firm of Henry L. Doherty & Com- 
pany, New York, N. Y., and vice-presi- 
dent of the Cities Service Company, 
died suddenly at his home in New York 
City on July 31. He was a partner in 
the Doherty company from its or- 
ganization in 1905, and was especially 
interested in public relations. Under the 
direction of Mr. Frueauff the Cities 
Service Company, a Doherty holding 
corporation, increased its business in a 
few years from $1,000,000 to $100,000,- 
000. Before joining in the formation of 
the Doherty company, Mr. Frueauff was 
president of the Denver Gas & Electric 
Light Company. He had served as 
meter reader of the Denver Consoli- 
dated Electric Company in 1899, and 
served in various capacities, including 
those of secretary, vice-president, and — 
general manager, after its consolidation 
with the Denver Consolidated Gas Com- 
pany into the Denver Gas & Electric 
Light Company. This change was ef- 
fected by Henry L. Doherty, who was 
president of the company preceding Mr. 
Frueauff, 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Car Loading Still Heavy 


Reports received by the Car Service 
Division of the American Railway Asso- 
ciation from the carriers of the country 
show that despite the railway strike 
the total loading of all commodities, 
other than coal, during the week which 


-ended’on July 22, was the heaviest for 
‘this season of the year of any in the 


history of the carriers, and within nine- 
tenths of 1 per cent of the peak of 


October 15, 1920. 


During that week 861,124 cars were 
loaded with revenue freight, an increase 


- of 217 cars over the preceding week and 


an increase of 73,090 cars over the cor- 
responding week last year. Grain and 


grain products totaled 57,566 cars, an 


increase of 8,655 cars over the previous 


week. This was a decrease of 7,149 cars 


compared with the corresponding week 
last year, but an increase of 22,089 cars 
over the corresponding week in 1920. 
Loadings for the week, however, were 
the highest since the week of Septem- 
ber 3, 1921. 

Coal loadings totaled 76, 060 cars, a 
reduction 1,274 cars under the previous 
week. Compared with the same week 
last year this’ was a decrease of 73,745 


- cars, and with the same week two years 


ago a decrease of 125,530 cars. Coke 
loadings amounted to 9,949 cars, a gain 
of 251 cars over the preceding week. 


_ It also was an increase of 6,179 over the 


same week last year, but 3,178 below 
two years ago. 
Merchandise 


and miscellaneous 


_ freight, which includes manufactured 


a 


= 


_ erage spot price of $6.73. 


: 


ago. 


in 


products, totaled 567,165 cars, 300 cars 
less than the week before. This ex- 
ceeded the corresponding week last year 
by 98,342 cars, and the corresponding 


_ week in 1920 by 50,480 cars. 


Coal Shortage in Northwest 
Serious 
‘The steadying influence of the gov- 


ernment on the price and distribution 
_ of coal is now making itself felt. 


Pro- 
duction is again on the increase as the 
tangles caused by the rail strike are 
_ being straightened out. The Geological 
Survey estimates the output last. week 


4 at 3,900,000 tons, a gain of 200,000 


tons, or 5 per cent over the previous 


+ week. This increase came mainly from 


_ the non-union fields in the South, but 
Pennsylvania contributed some. 
Prices continue strong. Coal Age 


_ Index of spot prices of bituminous coal 
i 


at the mines rose 96 points to 556 on 
_ July 31. This corresponds to an av- 
Prices on 
Western coals, particularly those from 
Kentucky, declined with the collapse of 
~ the boom on the Chicago market a week 
Cincinnati, Columbus, Cleveland 


and Boston were the most active mar- 


‘kets as the week opened. 


Washington’s machinery for handling 
the details of distribution is in the 
making and the control over prices is 
yet but a moral influence. The struc- 
ture is being built from the top down, 
but it is being well built, extending 
into the states and cities through the 
co-operation of state commissions and 
local fuel administrators. Secretary 
Hoover is getting ready to meet a sit- 
uation that is more than transient, a 
shortage that is yet to be fully felt 
and that will not be over until next 
spring. 

The railroads are the only consumers 
that have found it necessary so far to 
take advantage of the priority orders— 
the Pennsylvania is taking 20 per cent 
of output on its lines. These orders 
were primarily for their protection and 
they are now using them to get coal. 
Where the roads demand the coal, ship- 
pers are letting them have it below the 
market rather than have it confiscated. 

Buying of British coal has abated 
somewhat, mainly because both coal and 
ships have become scarce if wanted for 
immediate delivery and because prices 
advanced sharply. Whereas two weeks 
ago English coal could be had «if. 
New York for around $7.50, it is now 
obtainable for late August and. Sep- 
tember delivery at around $10. 


A survey just completed by officials in 
Washington of the Lake coal situation 
indicates that it is physically possible 
to move enough coal to give the North- 
west reasonable supplies if the Lake 
movement is begun by Sept. 1. Such a 
program, however, presupposes full co- 
operation on the part of ship owners 
and that there will be no delays to 
vessels in obtaining coal for loading at 
the lower ports. Car and coal short- 
ages have lowered the Lake dumpings. 
The needs of the Northwest are fast 
becoming urgent and a few weeks more 
delay: will spell a certain coal famine 
for that section next winter. 


Public Service Railway Has 
Ample Coal Supply 


A recent announcement by officials of 
the Public Service Corporation, of New 
Jersey, states that its subsidiaries’ have 
ample supplies of coal. Operations 
could be continued at least for three 
months even if not another ton of coal 
were received. Public Service Gas Com- 
pany and Public Service Electric Com- 
pany are large consumers of coal, using 
about 2,000,000 tons annually. The 
traction subsidiary gets its power from 
the electric subsidiary. 

In anticipation of a strike, company 
began to accumulate large stocks as far 
back as last winter and has recently 
been augmenting its supplies’ by ship- 
ments of English and Welsh coal. 


_ 1,250,000 Men Idle Through 
Strikes 
According to the National Industrial 
Conference Board, there are approxi- 
mately 1,250,000 persons in the United 


ELECTRIC RAILWAY MATERIAL PRICES—AUG., 1, 1922 


Metals—New York 


Copper, electrolytic, cents perlb........... 13.975 
Dead Cents periDeveeeeminticice cs sec eee Cre) 
Nickel, cents per lb...............0000000- 39.00 
Zine, pents per Woes seins ohne ee es ee 6.55 
Tin, Straits, cents perlb.................. 32.625 
Aluminum, 98 to 99 per cent, cents per Ib.. 19.20 
Babbitt metal, warehouse, cents per lb.: 

AMS TACO rem aee sok css eee eles 24.50 

Commercial sien cir apse tets cos oor ces ovate 11.125 

Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 
Eo CS Seinen io oo int ae eee 125 
Somerset mine run, Boston. . oe 6.00 
Pittsburgh mine run, Pittsburgh. . BSG 
Franklin, Ill., sereenings, Chicago... 
Central, Ill. , screenings, Chicago. . ax wn 3 
Kansas ‘Screenings, Kansas City..........- 4.25 
Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton..... $40.00 
Standard open hearth rails, gross ton....... $40.00 
Seieed spikes, drive, Pittsburgh base, cents aa 
Tip plates (Gat type), cents per ib...0..02122 2.125 
Angle bars, cents perlb..............-++:- 2.40 
Rail bolts and nuts, Pittsburgh base,cents,Ib. 3.625 
Steel bars, cents perlb................-.-- ZeZ 
Ties, white oak, Chicago, 6in.x 8in.x 8ft. 1.35 
ee ttebureh 
Wire nails, cents per lb. . 5 amt ne 40. 
Sheet iron, (24 gage), cents per Ib 4.20 
Sheet iron, nibaieden (24 gage), ‘cents per ib 4.90 
Galvanized ed wire, cents per lb........ 10 
Galvanized wire, ordinary, cents per lb...... (Ay BY 
Waste—New York 

Waste, wool, cents re Ib.. . 15,00 
Waste, cotton, (100 lb. bale), ‘cents per ‘Ib. 

Mi St Bas i) rae 14.00 

COG OA USE oe 12.00 


Paints, Putty and Glass—New York 


Linseed oil, (5 bbl. lots), cents per gal....... 91.50 
White lead, (100 Ib. keg), cents perlb....... 12.25 
Turpentine, (bbl. lots), per gal. . $1.19 
Car window glass, (single strength), ‘first 

three brackets, A quality, discount*. .... 84% 
Car window glass, (sing e strength), first 

three brackets, B quality, discount*..... 86% 
Car window glass, (double strength, all sizes, 

A quality), discount*................0- 85% 
Putty, 5b. tins, cents perlb............... 5.50 


*These prices are f.o.b. works, boxing 
charges extra. 


Wire—New York 


eores r wire base, cents per lb.............. 15.625 
er-covered wire, cents perlb.......... 5.85 
Weather wire base, cents perlb........ 16.00 
Paving Materials 
Paving stone, granite, 4 x 8 x 4, f.o.b. 
Chicago, dressed, per sq.yd............-- $3.20 
Common, per sq.yd.........0...0.0 see 3.00 
Wood dloak paving "3%, 16 treatment, N. Y., Ae 
POMS VEen. mele ae thee rast 5 
Paving nek: 34 x 84 x 4, N. Y. per 1,000 in 
Parload lates. tenis oobi caces Seo rained oie 45.00 
Crushed stone, j-in., carload lots, N. Y., 
SOP ENE Soir tehes OES Pos wl Fae cpamakels © 1.75 
Cement, Chicago consumers net prices, with- 
OUGWASTS ee he. c atiaioig ee cae Seid. saisitle 2.05 
Gravel: 2-10: OU; Vc Ns. X cits cine sisp 3 o/c 1.75 
atc ee Vel INs Brac tea ueearan cere cause 1.00 


Old Metals—New York 
Heavy copper, cents perlb..............++ 11.25 


Light copper, cents per lb. . 9.00 
Heavy brass, cents per lb 6.25 
Zinc, old scrap, cents perlb................ 3.25 
Yellow brass, cents per lb (heavy).........+ 6.50 
Lead, heavy, cents perlb............050008 4.50 
Steel car axles, salen, BOPtON sees es $17.00 
Old car wheels, Chicago, gross ton.......... 19.75 
Rails (short), Chicago, gross ton...... meet hy fe 

(rel aying), Chicago, gross ton. . 25,00 
Machine turnings, Chicago, gross ton.. 8.75 
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States out of employment as the direct 
result of strikes. The board calculates 
that this represents the loss of 10,000- 
000 man hours of work daily. 

In reviewing the situation, the Board 
says: 

“With each day that this strike con- 
dition exists, more and more persons 
engaged in secondary or allied indus- 
tries, which are dependent on the ma- 
jor industries, are thrown into involun- 
tary unemployment, thereby imposing 
an additional burden on the commu- 
nity.” 


Rolling Stock 


British Columbia Electric Railway, 
Vancouver, B. C., has added ten more 
cars to its equipment. The cars came 
from Victoria and were replaced there 
by ten new safety cars. 

Kentucky Traction & Terminal Com- 
pany, Lexington, Ky., announces un- 
der date of July 26 that it has just 
closed a contract with the Cincinnati 
Car Company for the purchase of two 
light weight freight cars—length 40 
ft., motor equipment 25 hp. 


Cleveland (Ohio) Railway announces . 


that. at a meeting of the directors 
July 27 approval was given for the pur- 
chase of fifty new motor cars and fifty 
trailers for increasing service in Cleve- 
land. It is understood that bids have 
been asked from the McGuire Cum- 
mings and Kuhlman Car Companies 
for motor cars of the Peter Witt type. 
It is stated, however, that if the bids 
are found too high the company may 
decide to build the cars in its) own 
shops. 


Track and Roadway 


Omaha & Council Bluffs Street Rail- 
way, Omaha, Neb., has awarded the con- 
tract for the widening and double-track- 
ing of the toll bridge connecting Omaha 
in Nebraska and Council Bluffs in Iowa. 


Trenton & Mercer County Traction 


Company, Trenton, N. J., is having 
double tracks laid on Pennington Ave- 
nue and the ties are being “treated” 
along the thoroughfare. The improve- 
ment will mean the saving of time 
for the company. 

Los Angeles (Cal.) Railway is to re- 
duce the west span of the Macy Street 
bridge from 154 ft: to 100 ft. according 
to B. H. Eaton, engineer of way and 
structures. This work will strengthen 
the bridge. 

San Diego (Cal.) Railway, through 
President Speckels, has announced the 
sending out of orders for materials for 
reconstruction of the University Ave- 
nue line of the company and the work 
is to be started about Sept. 1. The line 
is to be reconstructed from Park 
Boulevard, San Diego, to the end of 
the line in East San Diego, involving 
the laying of.about four miles of track. 
Twin steel ties laid in concrete and 
93-lb. rails will be used. The estimated 
cost of the work is $350,000. 


* Portland Railway, Light & Power 
Company, Portland, Ore., under a pro- 
posed franchise will install tracks in the 
middle of Foster Road instead of at 
one side as at present. Passage of a 
franchise for the operation of street 
cars in Foster Road was favored by 
members of the City Council recently, 
when copies of the ordinance were or- 
dered advertised for the required sixty- 
day period. The company has been op- 
erating its cars in Foster Road over a 
private right of way, which was re- 
linquished to the city when plans were 
drawn for this improvement. 


‘Shops and Buildings 


Charlottesville & Albemarle Railway, 
Charlottesville, Va., is now asking for 
bids and expects to install one 1500 
kw. horizontal 2300 v. steam turbine 
with condenser and switch-board equip- 
ment. 

Los Angeles (Cal.) Railway has over- 
hauled eighty-two transformers for 
motor generator sets in -substations 
with the oil filtered and the water. coils 
cleaned. The work was completed in 
four months. 

Boston, Mass.—Engineers of the 
Boston Transit Department have sent 
a plan to the Boston (Mass.) Elevated 
Railway for relieving the overcrowd- 
ing at the Park Street station of the 
Tremont Street Subway, The plan pro- 
vides for the building of an additional 
platform on the easterly side of the 
north bound track. The proposed plat- 
form would probably cost about 
$250,000. 


Portland Railway, Light & Power 
Company, Portland, Ore., through C. M. 
Clark of Philadelphia, chairman of the 
Board of Directors, states that more 
money will be available this year for 
improvements than for some time. The 
new development of the projected 
Three Links Station at the Oak Grove 
site on the Clackamas River was re- 
cently inspected. Preliminary construc- 
tion work will start about October. 
There will follow a long term of con- 
struction of the reservoir, power house 
and pipe lines and it will probably be 
1924 before the new station is placed 
in operation. 


Trade Notes 


The Supply Men’s Association will 
meet jointly with the Chief Interchange 
Car Inspectors’ and Car Foremen’s As- 
sociation of America at the Sherman 
Hotel, Chicago, Aug. 22, 23, and 24. 
Exhibits will also be held. 

The Safety Car Heating & Lighting 
Company, New York, N. Y., is complet- 
ing plans for the construction of a one- 
story 106 x 115 ft. brick and steel 
addition to its works at Hamden, Conn., 
and also for the erection of a new bat- 
tery plate production building, one- 
story high and 194 x 100 ft. of brick 
and steel. 


The Associated Engineers, Milwau- 
kee, Wis., announce that they will move 
to larger quarters at 373 Broadway, 
Milwaukee, on or about Aug. 1. 

Railway Audit & Inspection Co., Inc., 
Philadelphia, Pa., announces the ap- 
pointment of C, H. G. Larrimore as 
general manager in charge of all oper- 
ations, vice T. C. Cary, deceased. 

Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa., 
recently held its annual meeting of the - 
sales managers of the various depart- — 
ments of the company and of the 
various district officers at Lakewood, 
NJ. - By Di Shute, vice-president” of 
the company, -presided. 

Conveyors’ Corporation of America, 
Chicago, has appointed the Mid-West 
Engineering Sales Company, Masonic 
Temple, Cedar Rapids, Iowa, as repre-— 
sentatives in eastern Iowa for the sale 
of American trolley carriers, which are 
coal-handling equipment of the mono- 
rail type. 

Johns-Pratt ~Company, Hartford, 
Conn., whose selling arrangements 
through Johns-Manville, Inc., were re- 
cently dissolved by mutual consent, j 
have established a Boston office at 161 — 
Summer Street, which is in charge of © 
Daniel Fitts and Harold E. Morse. It 
is intended to have complete represen- 
tation at this office for the following © 
products of the company: Noark fuses, © 
meter protective devices and moulded 
products. 


New Advertising Literature 


Crouse-Hinds Company, Syracuse, 
N. Y., has just issued catalogs on 
panel boards, knife switches, radial 
switches, harpoon guy anchors, pro- 
jectors and reflectors. 

Westinghouse Electric & Manufac-~ 
turing Company has reprinted an arti- 
cle by Prof. Chas. F. Scott of Yale Uni- 
versity on “The Question of Inductive 
Interference and Electrolysis as Re- 
lated to Railroad Electrification.”’ It 
reviews the experience along these 
lines of several railroads having elec- 
trified sections, with particular refer- 
ence to single-phase electrification. 

The McAlear Manufacturing Com- 
pany, Chicago, Ill, has ready for dis- 
tribution a new 128-page catalogue, 
known as No. 27, which illustrates many 
new devices, including an_ individual 
temperature control valve, specialties 
for all power plants, vacuum and vapor 
heating systems, oil refining and wate} 
works plants, plumbing systems and 
marine service, together with illustra- 
tions showing their application and 
use. The individual temperature con- 
trol valve is self contained and can be 
applied to any radiator, old or ne 
without additional piping other than the 
supply and return. When the the 
mostatic member is set for the desi 
room temperature, it automatically 
controls the opening and closing of the 
valve. The catalogue describes all 
specialties of the company. 


